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HE most obvious things about 
your business are the shipping 


( ) boxes in which you pack your 
‘ vA ost goods. You see them every day in 


B V | 6) | S your shipping room. 


But do you see all of them? 


Do you see that they stand rough handling? 


Do you see that they are popularwith dealers? 


VA alout Your hus CSA. Do you see that they are economical? 


\ 


Do you see that they contain the right num- 
ber of units for convenient merchandising? 


These are but a few of the questions 

which are studied by H& D Package 

Engineers when designing a ship- 

ping box. They have solved hun- 

dreds of shipping box problems for 

all manner of commodities—from 

; alphabet blocks to zithers—each 
or a article a requirement unto itself. 

bed ct E | If you are open to new ideas in 

ce L_| more economical, safer, and better 

packaging, write for a copy of the 

7 H & D booklet,“‘How To Pack It.” 

CEIVED Reading time is short, but idea 


value high. 
VUTY be J / j § 

by DS | | a THE HINDE & DAUCH PAPER CO. 

A 4 H ~ | 303 DECATUR ST. SANDUSKY, OHIO 

H IND E and ) . AP , Western Address: Kansas City Fibre Box Company, 

SS. : Packers Station, Kansas City, Kansas. Canadtan 

° ° “4 Address: The Hinde & Dauch Paper Company of 

Corrugated Fibre Shipping Boxes | Canada, Ltd., King Street Subway and Hanna 


Avenue, Toronto 


NIN 
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ship company as in a government ” 
insures against hasty decisions * 
and fly-by-night policies... the 

average length of time that ED 


American-Hawaiian officials have 


served the company is 20 years. 


AMERICAN-HAWAIIAN 
STEAMSHIP COMPANY 


Superior Coast-to-Coast Service 
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BOSTON 


‘@ NEw Yorn 
CONNORSV! tLe 


. 
PHILADELPHIA 


ALWAYS That Same Fast, Dependable Service! 


ALWAYS That Same Courteous Treatment! 


EAST—WEST— NORTH — SOUTH 


Ship and Travel 


Nicken fate Roap 





OO 


Establish Your 
Own Factory 


In England 


_ Easy to do... 
EKeonomieal 
to Operate 


Stop paying heavy customs duties... un- 
necessary overseas transportation charges. 
American goods can be manufactured in 
England .. . factory sites are easily obtainable 
. .. operation is exceptionally economical be- 
cause of the lower cost of British labor. 


Let L. M. S.—Britain’s largest railway 
system—show you how and why “British 
Made” American products reduce overhead 
and give you greater profits. 


L. M. S. offers a most unique and entirely free 
service to American business men who con- 
template manufacturing in England. Photo- 
graphs... plans... information as to power 
and water supply. Municipal rates... type 
of labor available. Also a complete listing 
of factories for sale or rent. 


Remember, American goods manufactured in 
Great Britain become British goods. Products 
bearing the stamp ‘‘Made in England”’ reduce 
selling resistance not only in England but 
throughout the British Empire. 


London, Midland & Scottish 
Railway of G .B. 


LONDON, MIDLAND & SCOTTISH CORPORATION 
GREAT BRITAIN Thomas A. Moffet, Vice President-Freight Traffic 


1 Broadway, New York City 
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MODEL A-2 FEATURES 


4 forward speeds. 

22 ball and roller bearings. 

Powerful engine, L-head type; 
3% in. bore, 4% in. stroke; 
ample power with unusual 
fi ad economy. 

Cam-and-lever steering gear. 

Vibration-dampened clutch. 

2 wheelbases: 136 and 160 in. 
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NOW... International Quality 
At Low Price—a New 1'%-ton 
International with 4 Speeds 


"$6715| 


136-inch wheelbase chassis, standard equipment, f. o. b. factory 


International Harvester an- 
nounces a new 1'4-ton, 4-speed, 
136-inch wheelbase truck —the 
Model A-2. A better truck with 
more power than International 
has ever been able to offer at the 
low price of $675 f. o. b. factory. 
It is a true International from 
front bumper to tail-light—of the 
same high quality and backed by 
the same Company-owned serv- 
ice that has made Internationals 
famous for low-cost hauling. 

Here are power, speed, stamina, 
attractive lines, and all-around 
dependability. Here also is abso- 


lute assurance of low upkeep 
expense and unusual operating 
economy for many years. 

Ask fora demonstration of this 
new truck. Drive it. In no other 
way can you appreciate the qual- 
ity that has been built into the 
Model A-2. It is another Inter- 
national achievement that will 
add to the ever-increasing popu- 
larity of the International line. 
Internationals are built in 34-ton 
to 5-ton capacities. Sizes for all 
needs. There are 183 Interna- 
tional Company-owned branches. 
Call on the nearest branch. 


INTERNATIONAL HARVESTER COMPANY 


606 So. Michigan Ave. OF AMERICA 


LI, 


Tih} 


—_——— 


Chicago, Illinois 
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C.&A. BIG FOUR C.&E.1. WABASH 
"A 
L.&M, N.K.P. Bs Cee P.R.R. B.&0O. teGe 
« « « THE OUTER BELT » » » 
RUSSEL S. BOSTON R. M. HILL E. WOODWARD C. E. LANG F. J. MIKAT 
General Agent General Agent Traffic Manager General Agent Freight Traffic Representative 
Marquette Building Railway Exchange Bldg. 415 Pine Street Oliver Building 2210 Harvard Avenue 


CHICAGO, ILL. KANSAS CITY, MO. ST. LOUIS, MO. PITTSBURGH, PA. CLEVELAND, OHIO 
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JTHE PORT OF MOBILE—“<Nature Provided It—Man Developed I; 
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Mobile, a major port of the Gulf Coast 
of the United States, is distinguished 
by its many advantages as a gateway 














for water-borne commerce between this 

country and the rest of the world. It 

is convenient to European ports, the 

West Indies and the East Coast of 

SR . Central and South America, and its 

GY GU proximity to the Panama Canal makes 

RRY . it the logical port for business with 

Re x the Pacific Coast of the Americas and 

Rl ‘eles aa the Orient. 

yy 28 IS — ° 

pie = The facilities constructed at Mobile by 

AACS biz Eat the Alabama State Docks Commission 

j ; constitute one of the most modern and 

complete Port Terminal Systems in the 

country. At the State Docks there is 

now a total of two miles of concrete 

wharves, with water alongside for 

vessels of 30-foot draft. Covered floor 





























space within its shipside warehouses 
totals 31 acres. 














Send for Port Booklet and Monthly Bulletin 


ALABAMA STATE DOCKS COMMISSION, MOBILE, ALA. 
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A. J. Dickinson 
Passenger Traffic Manager 
St. Paul, Minn. 


P. H. Burnham 
Western Traffic Manager 
Seattle, Wash. 


H. H. Brown 
General Traffic Manager 
St. Paul, Minn. 


C. W. Meldrum 
Asst. General Passenger Agent 
Seattle, Wash. 


H. G. Dow 
Eastern Traffic Manager 
233 Broadway 
New York City, N. Y. 


T. J. Shea 
Asst. General Freight Agent 
105 W. Adams Street, R. 620 
Chicago, Ill. 
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FASTER 
FREIGHT 
SERVICE 





For the utmost in speed and dependability, 
ship via Great Northern between Saint Paul, 
Minneapolis, Duluth, Spokane, Portland, 
Klamath Falls, Ore., Seattle, Tacoma and in- 
termediate points. Through merchandise 
cars to and from the Pacific Northwest and 


intermediate points. 


GLACIER PARK OPENS JUNE 15 
MAKE YOUR RESERVATIONS EARLY 


GREAT NORTHERN RAILWAY 


ROUTE of THE EMPIRE BUILDER prapio Equipprep 
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Ship and Travel via Southern Pacific 
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law 
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pert 
© GAT EWAY Guadalajara Hetty ' 7 shot 
orde 
e men 
Choice of ind 
Routes for shot 
= . 
Travelers Fast, Dependable Freight Service §™ 
For both passengers and 
onal I . . ° man 
afford a complete service to Freight ts handled with unusual care amo 
and from 4100 points in 
California, Oregon, Nevada, men 






Utah, Arizona, New Mexico, 
Texas, Louisiana and _ the 
West Coast of Mex- 
ico, with connec- 
tions, to all points 
in the United States, 







LOSE check is kept on carloads and less than carload serv 
iC] shipments enroute to inform shippers regarding their 
Wat 


goods. A Claim Prevention Bureau is maintained for 


















a ~~ nese devising methods of loading and packing to prevent reg 
aon New Orieens loss and damage. Special attention is also given to ize 
— 2 See household goods and emigrant movables. peti 







Golden State Route 


ee ne Less than carload shipments are carefully handled 


































and Los Angeles. i 
Sete Quote and carried through important eastern manufactur- 
+ gy ond ing and jobbing centers and the Pacific Coast, without 
a a transfer enroute. 
tween Seattle and 
ae and San Information as to schedules available to shippers T 
can be obtained from any Southern Pacific freight 
representative whose address is listed below. one 
refe 
one 
por 
of, 
of 1 
. . . eye . in 
You are cordially invited to use the facilities of our entire organization in any s 
way we can serve you. Simply communicate with our representative nearest to you. “< tra 
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Chicago—Freight -. Southern Pacific Bldg. Minneapolis... ... .. ... Metropolitan Life Bldg. RRR RENE 11, Carleton Bles. unf 
Chicago—Passenger ae 33 W. Jackson Mexico City........... Ave. Cinco de Mayo, No. 7 Vancouver, B.C.............. - 585 Granville 3!. 
ee Hippodrome Bldg. re Edificio Langstroth Washington, D.C.............. Shoreham Bl at, reg 
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Our Platform 


Keep the government out of business. This applies 
0 ocean and inland waterway transportation as well as 
to other business. 

Take politics out of rate-making. 

A special fee for the use of the highway by motor 
ythicle common carriers as a place of doing business. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
wads as a whole the adequate revenue prescribed by the 
lw and the Commission. 

Development of inland waterways for commerce 
oly where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
permitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
oder to recoup the taxpayers for the cost of develop- 
ment and maintenance. The differential between rail 
and inland waterway rates, if one is found to be justified, 
should be fixed on the basis of a scientific study of the 
comparative cost of rail and water transport. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
nen that they must equip themselves to give the sort of 
wrvice that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 
regulation from the rail carriers. In other words—equal- 
ue the burden of regulation in the interest of fair com- 
petition and the proper maintenance of rail transport. 

































THE TRANSPORTATION PROBLEM 


HERE has never been a day in which there was not 

a major transportation problem of some sort. When 
ine refers to “the transportation problem” he, of course, 
refers to that major problem, and when he does so every- 
ne knows what he means. 

The problem today is that of maintaining rail trans- 
port so that our commerce may be adequately taken care 
of, without prohibiting the new and supplementary kinds 
of transport that have sprung up and without prevent- 
ing the shipper from taking advantage of that means of 
Tansport that is the cheapest and best for the kind of 
Taffic he is undertaking to move. Conversely stated, 
tis the problem of regulating the kinds of transport 
that compete with the rails so that they will not have an 
infair and artificial advantage, or otherwise equalizing 
‘gulation of various kinds of transport so that none 
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will have an artificial advantage or handicap. Stated 
again, in general terms, it is the problem of equalization 
of regulation and proper coordination of all forms of 
transportation. 

Men and communities are so humanly selfish, so 
prone to grasp at every fact and argument that seem 
to offer them an advantage and to make little of every 
similar fact and argument on the other side, that it is 
hard to arrive at a fair basis of understanding. More- 
over, the actual facts are difficult of apprehension. There 
are, however, certain outstanding principles that ought 
to be kept in mind in adjusting the situation. The facts, 
whatever they are, can be and should be made to fit these 
principles. 

In the first place, there is nothing sacred about the 
railroads or rail transportation. Anybody is entitled to 
start any other kind of transport and to go after busi- 
ness, and anybody is entitled to give him that business 
-——provided, always, that everybody has a square deal 
in the process. The railroads, of course, are accused of 
selfishness when they plead for a more advantageous rate 
structure or for protection from their unregulated com- 
petitors—and they are selfish. It does not follow, 
however, that one who agrees with certain things in their 
policy or program is “pro railroad,” in the sense that he 
has been bought, or unduly influenced, or is unable to see 
both sides of a question. In fact, it is our observation 
that, among thinking men competent to consider intelli- 
gently and without bias the transportation problem of 
today, the great majority believe the railroads are not 
getting a square deal and are entitled to some relief. 

But there is something greater than the question of 
a “square deal” involved. If that were all, disinterested 
men would not bother themselves much about it. The 
greater question is whether the railroads, under our 
present policy, will continue to be able to function as 
they are expected to and must function if the commerce 
of the country is to be handled properly. That is a 
consideration that everyone admits is proper; but the 
difference between the ordinary shipper who can use a 
favored form of transportation to advantage as compared 
with the rails, and the sound, economic, disinterested 
thinker, is that the former admits it only generally, and 
“passes the buck” where his own business or some par- 
ticular movement in his own business is in question, 
whereas, the latter insists that all must come not only 
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Thecomplex nature of modern trade relations 
has created a new standard for measuring 
the responsibilities of the leading railroads. 
This is especially marked along the various 
divisions of the Wabash Railway. 





Serving the entire Central West, the Wabash 
not only unites western areas of production 
with eastern centers of consumption; it also 

Houser offers the most up-to-date facilities for 
quickly marketing many types of merchandise 
— especially the perishable products of the 
orchards and farms. 





The Fruit Auction House at St. Louis, the 
Union Produce Terminal at Detroit, the ex- 
tensive team track accommodation at Chicago 
and Toledo, are examples of the complete 
equipment with which the Wabash supple- 
ments its principal function—rapid trans- 
portation with the utmost degree of safety. 















to admit it generally but to act accordingly in specific 
cases, or Chaos will result. 

We would not say that a shipper who could ship by 
tuck or by waterway, saving money as compared with 
shat it would cost him to move his freight by rail, 
should, in specific cases, refuse to do so. That would be 
more than human. But we do say that he ought to look 
the facts in the face and agree to a course of action that 
yould put the competing form of transport out of the 
dass of “favored” or “subsidized.” 

We might as well, for the present, disregard the fact, 
in and of itself, that the railroads are not now earning 
the money they should have to enable them to function 
properly and to make necessary extensions, and that the 
law says they are entitled to. While it is true that they 
are not earning that adequate revenue and never have 
earned it since, in 1920, it was stated in the transpor- 
tation act that rates should be so made that, they would 
he enabled to earn it, nobody else is making money now 
and everybody is too busy with his own financial troubles 
to ery his eyes out about someone else’s. As an element 
in the present situation, then, the poor earnings of the 
railroads are “out,” much as they might be in the picture 
if times were more prosperous—except (and this is an 
important exception) as poor earnings are due to the 
inroads of competition made possible by favoritism or 
subsidy of one sort or another. In other words, while 
the railroads might be expected to take without whimper- 
ing the losses that are common to all in these times of 
depression because of a falling off in business, they ought 
not to be expected to do the same thing with respect to 
losses suffered by reason of unfair competition—and it 
is no justification for policies that permit such competi- 
tion to say that the railroads are old fashioned, or unpro- 
gressive, and that they ought to have gone into some of 
these other kinds of transport themselves. 

Though the railroads have officially given out 
nothing, it is pretty well understood that they have in 
contemplation a request to the Interstate Commerce 
Commission for increases in freight rates that will result 
in the enlargement of revenue necessary for the proper 
maintenance of their credit. Four hundred million dol- 
lars a year is the amount of the increase most frequently 
mentioned. How it shall be obtained—whether by a 
blanket increase or by specific increases on certain com- 
modities or in certain localities—is now the subject of 
study by the traffic executives, and then, if the heads 
of the railroads can get together in agreement on a plan 
and an amount, a formal application to the Commission 
18 expected. 

Though we by no means intend to prejudge this plea 
for increased revenue nor even to contend that it is not 
needed—especially before it is known just what form 
the request will take—the wisdom of the proposed pro- 
cedure is, in our opinion, somewhat doubtful, even on 
the theory that the railroads ought to have the money. 

The railroad business is in a depressed condition— 
but so is most other business. It is true that a showing 
‘an probably be made by the railroads that it is of more 
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importance to the public that the railroads maintain 
their credit than that some other industry do so, but 
the question is whether it can make a strong enough 
showing to convince the Commission, in face of the 
strenuous opposition that may be expected to be aroused 
among shippers. In other words, no matter how much 
they need the money, it is extremely doubtful, as a prac- 
tical matter, whether they will be able to get it by this 
method. Now is the worst time that could be imagined, 
however serious the predicament in which any business 
may find itself, to try to increase profits or cut down 
losses by raising prices. Any such attempt, in our 
opinion, would fail to impress the public; it might 
impress the Commission, but the Commission is in- 
fluenced greatly by what the shipping public says and 
desires. We would be greatly surprised to see such a 
proceeding result in success for the railroads. 

We believe it to be a much wiser course for the rail- 
roads, in seeking additional revenue, to insist on a 
diminution of unfair and subsidized competition that 
exists in several directions. This course, to be sure, is 
open to the objection that neither does it offer clear 
sailing, and that success would take a long time, whereas, 
the need is immediate. On the other hand, it would 
appear more logical and acceptable to the general public, 
because, in the first place, it is fair on the face of it. 
and, in the second place, it would not mean an increase 
in prices for any but those who have had lower costs 
through artificial and unfair means. Any showing that 
could be expected to result in increases in rates to meet 
the financial needs of the railroads would have to be 
startling, or, at least, unusually impressive. 

Then there is the possibility that increased rates, even 
if they were allowed, would operate still further to 
deprive the railroads of business by throwing it to com- 
peting agencies of transportation. Of course, the traffic 
officers of the railroads would have this in mind and 
could probably be trusted to avoid the pitfall, but some- 
times things like that do not work out just as they 
promise, and every increase in rail rates tends to throw 
business somewhere else. 

In any case, in presenting their need and asking that 
it be met either through rate increases or by policies 
that will put competition on a fair basis, we hope the 
railroads will accompany any further representation 
with some plan or promise of further efficiency in opera- 
tion. They have done much and their accomplishments 
have been recognized, but what we have in mind just 
now is the wasteful competition in de luxe passenger 
service. We do not know how much it amounts to in 
money—possibly not as much as the ordinary observer 
would guess; but, whatever it is, it should be remedied, 
not only for the sake of the money to be saved—however 
small the amount may be by comparison—but for the 
sake of removing an effective “come back” by those 
opposing rate increases and not disposed to listen to the 
urging of the railroads that the public welfare demands 
a better revenue situation for them. 

But, whatever the railroads do or whatever form 
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their plea for relief may take, we hope the situation will 
be considered calmly, with the public welfare in mind, 
and not in the spirit of unreasonable opposition that 
seems to be pervasive just now. The condition of the 
rail carriers is serious and is becoming more so. Ought 
they to have help, in the interest of proper conduct of 
commerce, or shall the issue simply be met on the old 
fighting basis between those who sell transportation and 
those who buy it? 


SHIPPER DISCUSSES RATES 


Edward S. DePass, director of traffic, Evaporated Milk Asso- 
ciation, at a meeting of that association in Chicago, May 27, 
discussed the railroad rate situation, as follows: 





There has been a good deal of publicity for many months about 
the carriers’ need for greater revenues, and this need unquestionably 
does exist but many of our industries are in the same position. 

The present business conditions have forced the prices on many 
commodities to a lower level than for many years, but the railroads 
are now preparing to ask the Commission to increase the price of 
their commodity, which is transportation, by advancing their rates. 

What the carriers need is more business rather than higher 
rates. One of the most serious situations confronting them is the 
tremendous volume of traffic that is being diverted to trucks and 
water competitors even with the present railroad rates, so, if they 
make their own rates still higher, I cannot see any result but a 
further diversion of their traffic to other and cheaper methods of 
transportation. Also, higher rail rates would undoubtedly restrict 
trade and shipments to more or less extent. 

When conditions are normal and the railroads need additional 
revenues to maintain their credit and good service, I believe a gen- 
eral advance in all rates is the proper way to go about it, provided 
their costs are really down to the minimum, but it seems to me 
that any rate increases under the present conditions would be poor 
policy for the railroads. 

Along this line, I understand, the western trunk lines propose 
to cancel the commodity rates on canned goods and increase them 
to the highest maximum level prescribed by the Commission in 
Docket 17000, Part 2, which is 35 per cent of the class one rates. 
I do not believe any line of business has been up against greater 
adversities in recent years, or at present, than the canning industry 
in the middle west, particularly in Wisconsin, yet the carriers up 
there propose to add to their troubles by these tremendous increases. 

This procedure would simply mean building a stone wall around 
the canning industry of Wisconsin that would be bound further to 
restrict their distribution and materially cut down their production, 
yet the canned goods packed in Wisconsin is one of, if not the 
greatest, revenue producer the carriers up there have. 

Railroad carloadings throughout the country in April of this 
vear were about 700,000 cars less than in April, 1930, about 1,000,000 
cars less than in April, 1929, and about 900,000 less than the average 
of loadings in April of 1926, 1927, 1928, and 1929, the April, 1931, 
loadings, representing a loss of about 25 per cent in tonnage. 

The railroads claim to have, and probably have, cut their costs 
to the bone wherever possible, except in their wage schedules, and 
they have reduced their wage expense by laying off many employes, 
for I understand that approximately 500,000 railroad men are now 
laid off and out of employment. This includes a great many shop 
men, for many of the railroads are operating their shops on half 
time basis or less. 

This is a mightly bad picture and the carriers have something 
to worry about, the same as other business, but I cannot see how 
they expect to improve conditions by increasing their rates to 
ac levels that would undoubtedly further reduce their car- 
oadings. ‘ 

In addition to trucks and inland waterways, the Panama Canal 
has been one of the big factors affecting the tonnage and revenues 
of the rail carriers, particularly of the western lines, and affecting 
also industry here in the middle west, for industries on the Atlantic 
seaboard, with their low water rates, have gradually been taking 
Pacific coast business away from the middle west. Some large 
industries in the middle west have established branch manufacturing 
plants on the Atlantic seaboard to avail themselves of the low ocean 
rates in order to hold their Pacific coast business, all of which, of 
course, means loss of business and revenue to the rail lines. 

Section 4, of the interstate commerce act, contains the long and 
short haul clause providing that rates to intermediate points shall 
not as a rule be higher than to points beyond, but the Commission 
has the power to grant relief and permit departures from this rule in 
certain emergency situations. 

For years the western railroads have endeavored to obtain relief 
from the fourth section so they could publish lower rates from the 
middle west to the Pacific coast to enable midwest industries to com- 
pete with those on the Atlantic seaboard having low water rates, and 
at the same time the carriers wanted to maintain somewhat higher 
rates to intermediate points in the inter-mountain sections to pre- 
serve their revenues. 

This was not altruistic but was for the purpose of holding to 
the rail lines some of the business that was moving in increasing 
volume from Atlantic ports to the Pacific coast via the ocean. 

At times, the eastern carriers have joined the western lines in 
seeking fourth section relief, but, generally speaking, they have re- 
fused to do so, apparently with the narrow viewpoint that, on busi- 
ness originating in the eastern interior, they get their full local rates 
to the Atlantic ports’ shipside and these local rates are greater than 
their proportion of the through rail rates to the Pacific coast would 
amount to. 

This whole situation has been presented to the Commission on 
several occasions, but there has been strong opposition from the 
intermediate sections and from the coastwise steamship lines and the 
Commission has steadfastly denied the relief sought. 

Now, the middle west, including thé western railroads, have 
paid their full share in building and maintaining the Panama Canal 
and it has proved a boomerang to both, for the Commission’s posi- 


The Traffic World 








Vol. XLVII, No. 22 





tion benefits the steamship lines and eastern industries 
of the midwest industries and western railroads. at the expense 
; From a traffic point of view our main concern in this matt 

in the fact that the diversion of this tremendous volume of busi lies 
from the rail lines to the steamship lines, with the consequent + — 
— ~ = revenues, is largely ——— for the failure Tc 
railroads to earn a proper return and for their incr 

for higher freight rates. Creasing demands 

e western lines now appear to have given up t 
fourth section relief, due, possibly, to fear of the ee wi 
rigid long and short haul clause in the interstate commerce : 
which is threatened every now and then, but it seems to me Frei 
are not showing much of a fighting spirit in the way the —_ 
bowed to defeat in this situation. Y have 

believe, if the western lines would continue to carr ; 
fight for fourth section relief, insisting on their right to Taset tm thee 
tition as they find it, that they would and should win out and they 
should have the unqualified support and backing of the middle wee 

The fourth section of the interstate commerce act gives Fre 
Commission power to grant relief from the present long and sh t 
haul clause and I believe, if this relief were properly sought ~~ 
ganted as to the trans-continental rates, the carriers would establish 
rates to the Pacific coast that would largely restore their tonnag 
from the middle west, thereby increasing their carloadings aa 
revenues to such an extent that we would not be constantly facj 
demands for higher freight rates in this section. ~ 

We owe no particular allegiance to the steamship lines operat 
ing between the Atlantic and Pacific coasts through the Panama 
Canal and I am not writing a brief for the railroads, but we a 
it to ourselves to take an active interest in matters of this kind 
having such important influence on our transportation costs 

Our government has built the Panama Canal and has subsidized 
arly faa weal ene en system, in fact, is operating a 

r) is inland water transportation and is 

uncontrolled operation of trucks. ee oe 

For shippers to whom these transportation methods are ayaij- 
able, the low rates seem very attractive, but we must face the fact 
that the loss of this tonnage and revenue by the railroads will have 
to be made up to them in some manner if the railroads are to con- 
tinue to exist, and this might be either by government ownership or 
subsidizing the railroads or by higher rail rates in those sections 
= ~—— ——— is ty available. 

y view is that the trucks should be regulated and , 
taxed for the use of our highways; that Uncle Sam should wit, 
draw from inland water transportation and turn this business over 
to private enterprise, and that the railroads should be allowed more 
— in ——— ~—— —— conditions, 

am no osting for the railroads, but these views are pr 
on the belief that, in the long run, our own interests eaand te toe 
served with more reasonable and equitable rates than now appear 
in prospect and I am not advocating that we should not use the 
cheaper transportation offered by water or trucks, for the industrial 
traffic manager is, to more or less extent, a purchasing agent and 
must buy his transportation as cheaply as possible to meet the 
competition his firm encounters. 


CHICAGO TUNNEL PETITION 


: The Chicago Warehouse and Terminal Company has peti: 
tioned the Illinois Freight Association asking that flat Chicago 
rates be applied from and to its universal stations and industries 
and that to the terminal company be allowed 11% cents a hun 
dred pounds on all such business. At present, Chicago rates are 
plussed 2% cents on such business, the tunnel or terminal com- 
pany receiving a division from the railroads of 9 cents. 

The property of the terminal company, including the Chi- 
cago Tunnel Company, includes a complex system of under- 
ground tunnels 60 feet below the Chicago Loop for handling 
merchandise freight, four universal freight stations adjacent to 
or in the downtown business district and direct connections 
with many large concerns, warehouses, and buildings, and with 
all railroad freight houses in the central business district. There 
are 62 miles of tunnels and the company owns 3,300 freight cars 
(tunnel size) and 150 electric locomotives. 

Growing competition from motor trucks has a prominent 
position among reasons cited for the things requested. 

“Unrestricted use of the tunnel system would not only help 
the railroads in the handling of less-carload freight in Chicago, 
but it would materially assist them in meeting the growing 
competition of trucks and other agencies,” says the petition. 
“The tunnel company could, if desired, inaugurate a system for 
picking up and delivering freight in connection with railroads. 
Merchandise could be picked up for all railroads and delivered 
to tunnel universal stations for sorting and speedy delivery 
through the tunnels to individual railroad’s freight houses. The 
cost of picking up freight for all railroads at one operation !s 
much lower than picking up for a single railroad. The business 
of many shippers and many railroads would thus be massed and 
centralized. It presents a parallel or adaptation of clearing 
house efficiency, expedition, and economy. This would not affect 
direct delivery to the railroads where shippers desire it and are 
willing to pay the higher cost.” 

In support of the request for abolishment of the plus charge 
to shippers using the tunnel services and an increase in absorp 
tion on the part of the railroads, it is stated that, “within the 
scope of its operations, the tunnel gives more satisfactory Serv’ 
ice than other agencies, and receives less for it.” Chicago rates 
apply at all other universal stations in the city, as well 4s 
connection with trap car service, and the expense to the rail- 
roads on the tunnel service is, in some instances, considerably 
lower than in connection with shipments handled through these 
other facilities, it is stated. 
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Current Topics in 
Washington 





In England the railroads have had 
js Store Delivery an interest in highway transport and 
have afforded store-door delivery almost 
from the start of the rail industry. In 
a statement L. F. Loree, chairman of 
the Delaware and Hudson, made to the 
yansportation committee of the Massachusetts legislature a 
ort time ago, he mentioned the fact that English railroads 
pought interest in the competing carting companies nearly one 
hundred years ago and had continued in such transportation, 
sing $6,948,847 in pick-up and delivery service in 1929 and 
$6,217,307 in 1930. 

“Now, how any railroad man who knows his business is 
sing to be induced to go willingly into the pick-up and deliv- 
ey business I cannot imagine,” said Mr. Loree. “We have no 
money to throw away—not now at any rate—and I think it is 
a waste of time to talk about that proposition. . I do not 
wgard the motor bus as a significant competitor for passenger 
business. I think the people who put money into bus lines are 
ging to lose it all, just as the people who put money into 
suburban electric lines lost all their investment.” 

Eastern executives are proceeding much more slowly than 
in other parts of the country with plans to install pick-up and 
jor delivery as a Means of meeting truck competition. Among 
the pints made against such a coordination of rail and truck 
is that, unless the service is much faster than truck, it will 
not regain an appreciable amount of tonnage taken from the 
railroad by the truck. The desirability of common carrier re- 
sponsibility from original origin to final destination is admitted 
in the case of goods particularly liable to damage through care- 
less handling. 

In highly congested areas pick-up and delivery as obviating 
the necessity for further heavy capital expenditures for freight 
houses and terminal tracks is also admitted. But the great 
point in the whole matter, it is believed, is speed. The average 
merchant has his own truck with which he can bring freight 
from a relatively distant terminal if he can get the freight from 
one freight station to another with speed not always shown by 
the freight train between terminals. Of course, with speed 
must come comparable charges, whether higher or lower than 
those of the truck. The possibility of blocked channels of traffic 
'sn0 longer considered as a factor that must be met by either 
the manufacturer or the merchandiser. 


the Answer to the 
Truck Challenge? 





It may not be obvious, but it is a 
fact, as lawyers see it, that the decision 
of the federal Circuit Court of Appeals in 
the second circuit in United States Navi- 
gation Company, Inc., vs. Cunard Steam- 
ship Co., Ltd., et al. (see Traffic World, 
May 23, p. 1268), means not only that the Shipping Board has 
teal power to regulate but, more important, that those who 
vant relief must not ignore that body. In the case mentioned, 
ie navigation company ignored the Shipping Board and asked 
‘r injunctive relief to prevent the Britsh companies violating 
the anti-trust laws. 

_ I substance, the court told the navigation company that 
: could have obtained relief from the Shipping Board and that 
‘ Was its duty to go to that body instead of undertaking to 
obtain relief by an injunction forbidding the British trans- 
Atlantic lines to practice their asserted oppressive methods 
under their contract rates. The relief was sought under the 
anti-trust statutes. 
ta The court told the complaining line that the most recent 
a of the interstate commerce act made it plain 
bad questions of reasonableness and fact affecting land carriers 
"s first to be raised before the Commission. It is this inter- 
ny that, in passing, it might be observed, closed the door 
“— courts to persons seeking to avail themselves of the 
fin ’ contained in section 9, of the interstate commerce act, 
proceeding either in the courts or before the Commission. 
i the 0 doubt,” said the court in this case, “ff the allegations 
have oe bill are found to be correct, the anti-trust acts 
Well We Violated, but the shipping act has been violated as 
. € find that all the wrongs alleged are violations of the 


shipping ac 
, t an intiff m i 
iteteunders 224 hold that the plaintiff must seek its remedy 


Shipping Board 
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Regulatory Power 
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As a matter of fact, according to the opinion of the court, 
the shipping act contains no clause preserving general legal 
and equitable remedies, but provides ample remedies of its own. 
In that respect it differs from the interstate commerce act, 
which, in language, seems to preserve such legal and equitable 
remedies in the ninth section. The language of that section, 
however, have been erased by decisions of the courts because, 
as the highest court has said, the section is in conflict with 
the general idea of the other sections setting up a scheme of 
regulation, with appropriate remedies, to be carried out by the 
Commission. 

The effect of the decision by the appellate court is to 
require those who think they have been hurt by the combina- 
tions among ship lines to take their troubles to the Shipping 
Board instead of trying to get relief by means of injunctions 
under the anti-trust laws. 

As now administered, the anti-trust acts are to be applied 
on application of the Attorney-General, on the theory that the 
wrongs committed are public and not private, and that the 
injunctive relief mentioned in them is to be had only on appli- 
cation of the chief law officer of the government. . 

While the shipping act has been on the statute books for 
a long time, few aggrieved persons, relatively speaking, have 
asked for relief by appealing to it for correction of rate and 
regulation situations they believe to be inimical to them. That 
may be because there are few things, that really hurt, in the 
practices of common carriers by water. However, there is a 
suspicion that those who think they have been ill treated by 
common carriers by water have an idea that the Shipping Board 
can do them little good; hence, the few complaints filed with 
it and the inclination of those who think their hurts are unbear- 
able to appeal to the courts rather than the regulating body, 
which, to common carriers by water and their patrons, the 
court of appeals in this case thinks, should, be as the Interstate 
Commerce Commission is to railroads and their patrons. 





The five-year plan of the Soviet Union 
of Socialist Republics and the copying of 
American plans of mass production in other 
parts of the old world suggests the thought 
that the time may be near at hand when it will be necessary 
for the active brains of this Yankee land to think of ways again 
to get ahead of the rest of the world. Users of the thought 
of others, it might be suggested, seldom do as well as the origi- 
nators of the thoughts. On that theory it might be contended 
that the rest of the world will not be able to defeat America in 
the production of goods to bring the flow of money to the United 
States. 

However, the outlanders may be able to do enough with 
American ideas of production to make it uncomfortable for 
the United States for a long period. It is said of the Japanese 
that, when they take American ideas, they perfectly imitate 
American goods, but that they fail to keep up with American 
fashions in silks and other commodities in the making of which 
they use American ideas, American machines, and American 
patterns. Nevertheless, what they do before the patterns change 
hurts much. The same may be said of the Russians. It is 
asserted that they do not really learn how to use American 
machinery so that they can keep it in repair and equipped with 
the latest improvements. 

But, while they are keeping up, it is suggested, they can 
and do hurt. That is where American inventiveness and in- 
genuity, it is thought, will come in to put America out ahead 
again in making things that foreigners will buy notwithstanding 
our higher labor costs. 


Call for Yankee 
Inventiveness 





Unless “scientific” has no blood 
relationship to the Latin word mean- 
ing “to know,” scientific rate-making 
is more common now than a few 
years ago. Rates are being made because traffic managers know 
that the customary way for merchants to stimulate demand for 
their wares is to make concessions in prices that will attract 
attention. The traders of all times and generations may have 
been wrong, but the accumulated experience of mankind seems 
to call for price concessions in times of dull business. Some- 
times they have seemed to make reductions that defeated their 
purposes. Rates on which no traffic or only a thin stream of 
traffic moves fail in one function—that of attracting business. 

How far competition should be allowed to run has been 
a question that has been posed ever since the first community 
decided to put a restraint on any of its members, even in the 
matter of blood letting. Controlling of competition within what 
it deems the bounds of reason, many a man is willing to sub- 
mit, is the chief function of the Commission. Many men are 
willing, it is suspected, to contend that it should seldom, if ever, 
go out with its investigating torch unless there is serious com- 


Scientific Rate-making 
Going on Right Now 
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plaint by either a shipper or a carrier that the competition with 
which he has to deal is beyond reason. 

One of the chief counts in the indictment against the anti- 
trust statutes is they they do not forbid merely unreasonable 
restraints of commerce among the states and with foreign 
countries. The common law set its face only against unrea- 
sonable restraints. An answer to the indictment is that an 
Attorney-General will not bring an anti-trust proceeding unless 
he is convinced that the restraint is unreasonable. 

No such indictment can be or is laid against the interstate 
commerce act. It merely forbids rates that are unreasonable 
and discriminations and prejudices that are undue. In its de- 
termination to have nicely adjusted rate structures the Com- 
mission has sometimes been accused of forgetting that the 
statute merely forbids things that are unreasonable and undue. 





Friends of Kansas, the state that vies 
with all others in the competition for the 
honor of having the most folks of the older 
American stock, often have smilingly won- 
dered what would happen to her if Kansans 
did not have something to worry about. It 
is a fact that the Kansas commission at the Charleston meeting 
of the state commissioners showed worry about the natural gas 
pipe lines and their regulation. 

Now comes a report from Dodge City, Kan., once a noted 
cow town where sixgun men were unknown, that the nat- 
ural gas pipe lines have become “a source of worry to the farm- 
ers.” The report asserted that a 30-foot length of line blew 
out near Dodge City, severely burning three persons. A few 
days later it asserted another length blew out near Mullinsville. 

Farmers in Indiana, Illinois, Ohio, West Virginia, and Penn- 
sylvania have known about natural gas pipe lines for many 
years. Reports about such lines having blowouts never were a 
feature in the news reports from those states. However, the 
lines in Kansas may be of a different type and may be causing 
trouble that farmers in the east never have known. It is sus- 
pected, however, that, until it is shown that the new type is 
radically different from the older lines and inclined to be 
cantakerous, eastern farmers will be inclined to smile about 
the worrying their Kansas brethren are said to be doing over 
natural gas lines. Perhaps some Kansas editor will acquire 
national fame by writing a piece about the gentleness of the 
Kansas natural gas pipe line that has been pictured as a buck- 
ing bronco.—A. E. H. 


PARCEL POST REVISION 


Objection to the view of the Postmaster General in No. 
24092, in re proposed changes in rates and regulations affecting 
fourth class mail matter, that his manner of ascertaining cost 
of handling parcel post is one not subject to attack and that the 
investigation of the Commission must not have the effect of 
substituting the findings of the Commission for those of the 
Cost Ascertainment of the Post Office Department is made by 
the National Industrial Traffic League; National Council of Busi- 
ness Mail Users; Chain Stores Traffic League; Chicago Associa- 
tion of Commerce; Bloomington Association of Commerce; Oak- 
land Chamber of Commerce; Sears, Roebuck & Company; 
Montgomery Ward & Company, and Larkin & Company, in a 
reply filed with the Commission to the statement on the subject 
filed heretofore by the Postmaster General. 

The objectors entertain the view “that the jurisdiction of 
the Commission is no different from that in an ordinary rate 
case where the railroads seek to increase their charges for trans- 
portation of persons or property.” 


“Of course,” they say, “if this Commission is a mere rubber 
stamp and must ‘OK’ the proposal of the Postmaster General, 
then to deny objectors the right or opportunity to show that the 
Cost Ascertainment is erroneous in principle and has been incor- 
rectly applied would be entirely in line with the contention of 
the learned counsel for the Post Office Department. We cannot 
conceive that the jurisdiction or duty of the Commission can be 
exercised or performed in so cavalier fashion. We believe Con- 
gress intended to protect the shippers of parcel post against 
excessive demands by the Postmaster General by giving them 
an impartial tribunal where facts would be weighed in their 
customary manner and where the ordinary rules for determining 
proper rates for carriage could have full play. 

“This Commission is a body trained by experience. It has 
had many cases to consider in which cost studies were presented 
in evidence. It has never failed to test not only the mere arith- 
metical computation, but the principles underlying the conduct 
and determination of costs of handling... . 

“We insist in the present case, that not only do we have 
the right to test the sufficiency, both in principle and in applica- 
tion, of the Cost Ascertainment of the Post Office Department, 
but that the duty devolves upon us to present all of the facts 
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to the Commission so that its investigation will be a req) One 
‘thorough and independent’ and so that the findings which the 
Commission may make will be received by all concerneg as 
decisive of the long-existing controversy as to whether the cost 
to the department of handling parcel post matter permanently 
exceeds the revenue to the department derived from parce] post.” 

The objectors said they proposed to show that the depari. 
ment’s method of arriving at cost did not state the true Cost 
and therefore that they should be unfettered in their cross. 
examination of the department’s witnesses, so far ag cost or 
revenue was concerned: likewise that they should be unfettere, 
as to the evidence they offered tending to show the true Costs 
of handling parcel post traffic and the true revenue received py 
the Post Office Department as a result of its handling parce) 
post matter. 


An upturn in business is inferred by Third Assistant Pos. 
master General Tilton from postal revenue figures from the ten 
principal cities of the country for May in comparison with 
figures for the preceding month. In April, he said, the revenues 
were off about 10.37 per cent but in May, thus far, they were 
running behind only about 7 per cent. That view was expressej 
by Mr. Tilton in answer to a question by Luther M. Walter whey 
the latter was cross-examining the post office department officer 
in No. 24092, hearing in which was resumed May 25 by Comnis. 
sioner Tate and Examiner Mullen. 


Witnesses for the Postmaster General were recalled for 
cross examination by the opponents of an increase. Mr. Watts, 
who made a study of costs and results for the Postmaster Gep. 
eral, was subjected to a long and technical cross-examinatiop 
on his exhibits. Mr. Tilton was also asked about costs. The 
latter would not admit that a considerable part of the postal 
deficit was due to wage increases. He admitted that the depart. 
ment was subjected to pressure from Congress in behalf of 
employes of the department. Mr. Tilton said it was not possible 
to ascertain definitely the cost of handling each class of mail 
matter because the different classes were handled together, the 
whole service being built around the expeditious handling of 
first class matter. 


Assistant Attorney General Wise, counsel for the Post Office 
Department, made formal oral objections to cross-examination 
of Mr. Watts about the cost ascertainment figures put into the 
record by the latter. Commissioner Tate merely said that Mr. 
Watts might be cross examined as to the methods he had used 
in making up his cost figures. After that the cross-examination 
proceeded as if the proceeding were a rate case with one side 
undertaking to break down the figures set up by the other, by 
inquiry as to how the witness had allocated expenses as between 
the four classes of mail matter and the special services. Mr. 
Watts admitted that by means of arithmetical operations sug: 
gested by Mr. Walter the deficit alleged by reason of the parcel 
post could be made to disappear. Mr. Watts said that all the 
expenses of the air mail services were charged to first class 
mail, because, as he said, while the air mail carried articles 
that, in the ordinary mail, would be rated second class or lower, 
the rates paid were higher than the first class. 


In the course of the cross-examination of Mr. Watts the 
objectors asked for figures showing receipts and expenses al 
various post offices. While not refusing to furnish them the 
position taken by the postal officials was that the department 
would have to give serious consideration to the question whether 
it would incur the expense that would be caused by the furnish 
ing. Commission Tate suggested that the parties confer about 
such matters and reach conclusions as to what might be done 
to make the record clear on the points arising in the cross 
examination of Mr. Watts, which continued for parts of three 
days. 


POSTAL SERVICE ECONOMIES 


As the result of the week-end conference at his Rapida 
camp with officials of the Post Office Department, Presidett 
Hoover expects savings to be effected that will reduce the postal 
deficit. The White House, after the conference, announced that 
a comprehensive program to increase efficiency in the Post 
Office Department was formulated. In effecting the savilg, 
said the White House, there would be no decrease in personne! 
excepting only as developed through natural changes incident 
death and resignations. It said it was emphasized that the 
economies were in no wise at the expense of dismissals fron 
the service or through reductions in salaries, President Hoover 
insisting that there be no economies that would increase — 
ployment. It was stated that there had been a saving effecte : 
this year of about $38,000,000 out of the appropriation of oe 
000,000 made for the current fiscal year, and that it was proba fA 
there would be a net saving of $15,000,000 in the ensuing ~~ 
year, notwithstanding the additional cost of the shorter wor 
week provided for by legislation enacted at the last sessi02 
Congress. 
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Decisions of Interstate Commerce Commission 
tate iia 


ENVELOPE RATES AND WEIGHTS 


The Commission, by division 4, in a report written by Com- 
nissioner Eastman, in No. 22201, Berkowitz Envelope Co. vs. 
17. & 8. F. et al., has found unreasonable and unduly preju- 
jicial the rates and minimum weights on envelopes, carloads, 
yom Kansas City, Mo., to destinations in official territory in 
Wisconsin, Illinois, Indiana and Kentucky and to Mississippi 
niver crossings in Arkansas, Tennessee, Louisiana and Missis- 
ippi. It has prescribed new rates, on a minimum of 30,000 
nounds, to be made effective not later than December 3. The 
rate basis is not exceeding 50 per cent of the contemporaneous 
frst class rates. 

The report and order also indicate how a relationship is 
‘) be established between the new rates from Kansas City and 
those from Kalamazoo and Detroit, Mich., Cleveland, West Ham- 
ton and Cincinnati, O., Indianapolis, Ind., Buffalo and New 
York, N. Y., Richmond, Va., Philadelphia, Pa., St. Louis, Mo., 
Chicago, Ill., and St. Paul, Minn., to the same destinations. The 
rates from the list of points of origin just named were found 
unduly prejudicial to the Kansas City complainant and unduly 
preferential of its competitors at the listed points of origin. 
The findings follow: 


We find that the rates on envelopes, in carloads, from Kansas 
‘ity to destinations in Wisconsin, Illinois, Missouri, and Indiana, to 
\hio River crossings in Kentucky, and to Mississippi River crossings 
n Tennessee, Arkansas, Mississippi, and Louisiana, are unjust and 
inreasonable to the extent that they exceed or may exceed 50 per 
ent of the first-class rates contemporaneously in effect from and 
‘9 the same points, subject to a carload minimum weight of 30,000 
pounds, and that the rates on envelopes from Kansas City to the 
same destinations in relation to rates on the same commodity from 
Kalamazoo, Detroit, Cleveland, West Hamilton, Cincinnati, Indian- 
apolis, Buffalo, New York City, Richmond, Philadelphia, St. Louis, 
Chicago and St. Paul are unduly prejudicial to complainant and 
induly preferential of its competitors at the points named. We 
further find that this undue prejudice and preference should be 
removed by establishing from Kansas City to the destinations referred 
to rates on envelopes which shall bear the same percentage relation 
‘0 the first-class rates from and to the same points as the rates con- 
temporaneously applicable to such destinations from competing points 
sear to the corresponding first-class rates, subject to the same car- 
ad minimum as that applied from the competing. points. 


SUPERVISORS OF CARETAKERS 


So-called free transportation may not be furnished by the 
railroads to men who supervise the caretakers appointed to see 
that shipments of perishable articles are properly protected 
by the actual caretakers. That is the gist of the decision of 
the Commission, by division 3, in I. and S. No. 3562, supervisors 
ai caretakers in charge of shipments of potatoes and other 
perishable vegetables in New England territory. Schedules 
proposing free transportation of such supervisors over the 
Bangor & Aroostook have been found not justified, ordered 
cancelled and the proceeding discontinued. 

; The Commission suspended the schedules on its own motion. 
In disposing of it, it considered section 1 (7) of the interstate 
commerce act prohibiting the grant of free transportation with 
certain exceptions, one of the exceptions being “to necessary 
caretakers of live stock, poultry, milk and fruit.” Years ago 
—— held that the word fruit embraced perishable 
re es. 

__ Acting on the option allowed in the tariffs Aroostook potato 
in furnish their own protective service. But they do not 
“epend upon the caretakers to do their work without super- 
‘sion. They have appointed supervisors to see that the care- 
‘akers perform their work. The supervisors, according to the 
report, do no physical labor, except in emergencies. They ride 
ar the line checking up on the caretakers whether the latter 
*) With the cars or look after them at designated stations. 
mut the suspended tariffs the railroad proposed to allow the 
—' to ride without the payment of fares exacted from 
that 4 passengers. _The growers and the railroad contended 
witht e transportation furnished caretakers was not free 
hire n the popular sense of the term, but was transportation for 
‘re. In disposing of the case the Commission said: 


trangpn ough respondent’s contention is sound that so-called free 
one of the ion furnished caretakers is not strictly gratuitous, but is 
the eat e elements of service offered at the published freight rate, 
feren Fe oatutory authority for transporting a person at rates dif- 
tion conta published rates available to all passengers is the excep- 
question | in section 1(7). As that statute is a penal one, the 
lar person A. hether the granting of free transportation to a particu- 
Prohibitic r class of persons falls within exceptions to the general 

°n is primarily one for the federa] courts to determine, 


We are charged with the execution and enforcement of the act, 
and it is our duty to cause the institution of criminal prosecutions 
for violations thereof. We are here called upon to sanction the 
qepeeee practice by allowing this schedule to become effective. 

hile any views we may express as to the proper interpretation 
of the statute and any finding we may make relative to the filing 
of the proposed schedules may not affect the liability of a carrier 
for a violation of the antipass provision, it may be proper to ex- 
press our views relative to an interpretation thereof. 

The statute is a penal one embodying a remedial policy, and ex- 
ceptions to the general prohibition against granting of free trans- 
portation must be strictly construed. Spokane & Inland R. R. vs. 
United States, 241 U. S. 344, 350 (36 S. Ct. Rep. 668). Transportation 
of Newspaper Employes, 12 I. C. C. 15. The Congress must be pre- 
sumed to have had in mind the practice existing at the time the 
statute was passed and to have used the term “necessary caretakers”’ 
in the sense in which it was then generally accepted and used. A 
contrary interpretation might well tend to defeat the remedial pur- 
poses of the statute. It is our view that free transportation of care- 
takers is prohibited unless they are immediately in charge of and 
actually accompany shipments. This view does not affect present 
earrier practices of providing free transportation to a caretaker sent 
to a shipping point, or the free transportation of a caretaker return- 
ing from accompanying shipments to market. Western Meat Co. vs. 
Director General, 83 I. C. C. 218. 


Commissioner Lee, dissenting, said: 


Assuming that the Commission has heretofore correctly ‘‘con- 
strued the word ‘fruit’ as embracing perishable vegetables including 
potatoes,”’ I am of the opinion that the proposed schedules should 
be allowed to become effective. In prohibiting free transportation, 
Congress excepted ‘“‘necessary caretakers.’’ Whether any particular 
caretaker is ‘‘necessary”’ is a question of fact. The carriers and ship- 
pers have evolved a plan for protecting potato shipments which they 
have found to require supervisory service, and I am convinced that 
such supervisors may reasonably be included within the term ‘‘nec- 
essary caretakers.” 


SWITCHING INCREASE JUSTIFIED 


The Commission, by division 5, in I. and S. No. 3499, car- 
load traffic between industries in the Chicago district, has found 
justified a proposed increased rate on interstate traffic between 
points in the Chicago switching district, vacated the order of 
suspension and discontinued the proceeding. The rate increase 
is from 2.5 cents to 3 cents a hundred pounds. The traffic in- 
volved is between industries on the C. & N. W., on the one 
hand, and on the Pennsylvania and the Burlington, on the other, 
amounting, according to the report, to about seven cars a day. 
On that basis, the report says, the increased cost to shippers, 
both state and interstate, will amount to about $21 a day. Trunk 
lines, the report adds, will lose about $10.50 a day in divisions. 
According to the report, the measure and the difference between 
the rates, for two-line and three-line switching services, are 
said to have been approved by the Illinois commission, as to 
state traffic. Trade bodies and affected shippers protested. 

Traffic can be physically interchanged among the trunk 
lines mentioned over direct lines, but, on account of congestion, 
they came to the conclusion that they should use an interme- 
diate line, thereby employing a three-line instead of a two-line 
service. The three-cent rate is applicable over three lines un- 
less provision to the contrary is made, under the Chicago switch- 
ing agreement. 

The Commission said that it was convinced that the car- 
riers, in abandoning direct interchange, were motivated by a 
desire to improve their various terminal services. It said that 
no reason appeared why this traffic should be specially exempted 
from the general operating plans and practices of the carriers. 
The Commission added that it might well be that if all carriers 
in the Chicago district were compelled by the prescription of 
through rates over the shortest routes or under penalty of 
reduced rates to make direct interchange when track connec- 
tions exist, that operly operation of the terminal would be 
seriously hampered. It said that here the increase in the rate 
was only incidental to the operating or routing question. 


BARGE-RAIL DIVISION BASES 


The Commission, by division 4, in Ex Parte 96, through 
routes and joint rates between Inland Waterways Corporation 
and other common carriers, in a sixth supplemental report, has 
prescribed the basis to be used by the barge line and the rail- 
roads, on or before August 20, in establishing the divisions of 
the joint rates published pursuant to the Commission’s order 
of April 8, 1929, issued in connection with its original report in 
this proceeding, 153 I. C. C. 129, as modified by subsequent re- 
ports in this proceeding, 156 I. C. C. 141, 161 I. C. C. 207, 163 
I. C. C. 716, 167 I. C. C. 385 and 172 I. C. C. 525. In the original 
report the Commission directed the two sorts of. carriers to 
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negotiate about divisions with a view to settling questions 
arising on that phase of the subject. In the event of failure 
to agree within 120 days from the date of the publication of 
the rates, the parties were told to advise the Commission as to 
the matters in controversy as well as the divisions proposed by 
the parties and the reasons therefor. On November 16, 1929, 
and several subsequent dates, according to the report, written 
by Commissioner Eastman, the barge line filed statements ad- 
vising the Commission of its inability to reach agreements. 
Railroads filed counter statements. 

The general foundation laid down in the report is a rate 
prorate. The report said that if and when the all-rail divisions 
between the carriers in the different territories reached a stage 
of greater equilibrium than now existed, it might be that they 
could be used to advantage and with propriety in dividing the 
barge-rail and rail-barge-rail rates. The report therefore said that 
the findings herein were without prejudice to any future recon- 
sideration which might seem desirable in the light of such de- 
velopments. The findings, mentioning appendices which are not 
reproduced, follow: 


We find that reasonable and equitable divisions of the joint barge- 
rail rates previously prescribed in this proceeding for application 
within southern territory will be determined on a rate prorate basis, 
i. e., by dividing said joint rates in proportion to two factors, the 
factor determining the rail share to be the first-class all-rail rate 
under the standard southern scale for the distance over the rail route 
between the interior point of origin or destination and the port of 
interchange with the barge line and the factor determining the barge 
share to be the first-class port-to-port rate of the barge line in effect 
between the barge line ports via which the shipment moves ,except 
that where the movement is via Birmingport the point of interchange 
shall be deemed to be Ensley and the factor determining the joint 
share of the barge line and the Warrior River Terminal Company 
shall be 87.6 per cent of the first-class rate between New Orleans 
and Ensley or 89.7 per cent of the first-class rate between Mobile 
and Ensley, as the case may be, and the factor determining the rail 
share shall be the first-class rate under the standard southern scale 
for the distance over the rail route between the interior point and 
Ensley; provided, however, that the proportion of any short or weak 
line entitled to an arbitrary on that account shall be deducted be- 
fore prorating; and provided, further, that in the case of barge- 
rail rates on cotton or cotton linters compressed in transit there 
shall first be deducted from the rate, before applying the prorate 
basis before described, 15 cents for compression service and 3 cents 
for transit service, these amounts to accrue to the carriers performing 
those services, and that in no event shall the rail shares be less, ex- 
clusive of the compression charge, than 50 per cent thereof after de- 
ducting the compression charge. 

We find that reasonable and equitable divisions of the barge line 
to be received out of barge-rail rates on cotton and cotton linters 
from points in the southwest to New Orleans will be the following 
amounts: 

Via Memphis and Helena, 20 cents; via Vicksburg, 17 cents; via 
Baton Rouge, 15 cents, and that the remainder of such rates after 
deduction of the foregoing amounts will be reasonable and equitable 
divisions for the southwestern rail carriers. 

We find that reasonable and equitable divisions of the joint barge- 
rail rates, other than those referred to in finding 2, previously pre- 
scribed in this proceeding for application between barge-line ports 
and points in western or Official territories will be determined on 
a rate prorate basis, i. e., by dividing said joint rates in proportion 
to two factors, the factor determining the barge share to be the rate 
shown in Appendix A between the ports via which the shipment moves 
and the factor determining the rail share to be the rate shown for 
the appropriate territory in Appendix B for the distance over which 
the shipment is transported by rail; provided, however, that the pro- 
portion of any short or weak line entitled to an arbitrary on that ac- 
count and any allowance for Texas and Oklahoma differential terri- 
tory shall be deducted before prorating. 

We find that reasonable and equitable divisions of the joint rail- 
barge-rail rates previously prescribed in this proceeding for appli- 
cation between points in western territory, on the one hand, and 
points in western territory or official territory, on the other hand, 
and between points in southern territory, on the one hand, and points 
in official territory or western territory, on the other hand, will be 
determined on a rate prorate basis, i. e., by dividing said joint rates 
in proportion to three factors, the factor determining the barge share 
to be the rate shown in Appendix A between the ports via which 
the shipment moves minus 7, and the two factors determining the 
two rail shares to be the rates shown for the approporiate terri- 
tories in Appendix B for the distances over which the shipment is 
transported by rail by the originating and delivering line or lines; 
provided, however, that the proportion of any short or weak line 
entitled to an arbitrary on that account and any allowance for Texas 
and Oklahoma differential territory shall be deducted before prorating. 

We further find that in other respects the rules set forth in Ap- 
pendix C governing the ascertainment of divisions and related ques- 
tions shall apply. 


Under the caption, “Miscellaneous,” the Commission made 
findings in respect of a number of general rules proposed by 
the barge line for application in the adjustment of revenues on 
joint-line traffic, such as the disposition of fractions, terminal 
absorptions and the like. The Commission said that most of 
them it approved, and that with slight modifications they were 
approved and set forth in Appendix C, not reproduced here. 


TERRE HAUTE BAR IRON CASE 


With four commissioners dissenting, the Commission, in I. 
and S. No. 3557, bar iron from Terre Haute, Ind., to Chicago, IIl1., 
and related points, has consented to a modification of its 
decision in Iron and Steel Articles, 155 I. C. C. 517 (Hoch-Smith 
iron and steel case), to the extent of permitting the Chicago & 
Eastern Illinois and the Milwaukee to establish a rate of 15 
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cents, minimum 80,000 pounds, on iron and steel bars from Te 

Haute to Chicago and its switching district. The present m9 
interstate, is 20.5 cents, minimum 40,000 pounds. There ep e, 
Indiana intrastate rate of 15 cents, minimum 80,000 pounds 


from Terre Haute to the Indiana part of the Chicago SWitch. | 


ing district. 


However, the report of the Commission in this proceeding | 


does not indicate that it was controlled in its conclusion tha 
the 15 cent rate had been justified, by the intrastate rate 0 
the contrary it said that “since the proposed basis would yield 
almost the same revenue as the prescribed basis at present jp 
effect it must be regarded as being at least reasonably com. 
pensatory.” 

Throughout the report the Commission made reference to 
what might be termed the commercial aspect of the matter 
For instance, it said that the Chicago market had enabled the 
Highland Iron & Steel Mill at Terre Haute, the only shipper con- 


cerned, to operate reasonably near capacity. The loss of that § 


market, the report further said would spread the overhead 
expenses of the mill over the remainder of its business and make 
profitable operation doubtful. The Highland company, the fe. 
port added, knew of no business it could procure to take the 
place of the Chicago business and that it could not obtain that 


business without meeting the prices of Chicago producers an | 


absorbing the difference in freight charges from Terre Haute. 
Competing mills at Chicago pay a switching rate of 2.5 cents, 
Respondents, the report said, were convinced that a rate of 


15 cents was necessary if the plant was to continue in operation | 


as a bar mill. Freight revenue to the C. & E. I. from the mill, 
the report showed, ranged from $100,000 to $150,000 a year. 


No shipper was claiming, the report said, that it would be | 


unduly prejudiced by the proposed rate, the record failing to 


show that the Highland mill competed with any shipper outside | 


of Chicago with respect to the traffic in question. 


On protest of some of the central territory railroads the | 


schedules were suspended and this proceeding instituted. They 
contended, said the Commission, that if iron bars from Terre 
Haute to Chicago were taken out of the general iron and stee| 
list and given a special rate, other shippers would demand 


similar concessions on other iron and steel articles, encounter. | 


ing peculiar commercial and competitive conditions, with the 
result that the carriers would eventually be faced with a sub- 
stantial reduction in revenues. 

“However,” says the report, “justifiable departures from the 
scale are to be expected. As above indicated, we said when 
the scale was prescribed that rigidity was both undesirable and 
unnecessary.” : 

Because the tariffs containing the 15 per cent rate named 
made reference to the general tariff providing for the applica- 
tion of Chicago rates to delivery points within the Chicago dis- 
trict on all lines, the protestants contended that since they were 
parties to that general tariff they would be chargeable with 
undue prejudice 
Chicago without corresponding rates from producing points on 
their lines. They also suggested the prescription of minimum 
rates to uphold the Hoch-Smith adjustment. 


minimum would have to rest on some other ground than lack 
of remuneration. 
question as to permitting a reasonable minimum rate. 


Commissioner Eastman concurred, chiefly, he said, upon the 


ground of his dissent in Iron and Steel Articles, 161 I. C. ©. 608. § 


In that dissent he said, there was a genuine demand and need for 
a third classification of iron and steel articles between the 
billets and blooms on the one hand and the great mass of 
fabricated products on the other, carrying rates only 80 per 
cent of the basic rates. Here, he said, was a proposal t0 
establish a rate about 75 per cent of the basic rate on one of the 
articles that would fall into the third classification. This further 
reduction, he said, did not seem to be unlawful although it was 
to be regretted as probably a needless sacrifice of revenue. 

Commissioner Mahaffie, with whom joined Commissioners 
McManamy and Porter, said that though particular carriers 
were ready to break down an adjustment of this character and 
to incur the risk of serious losses as a result, he doubted ) 
the Commission was justified in permitting it. It might be, s# 
he, that one or both of the carriers would benefit for a time 
from the reduction, but that the effect on the aggregate carrier 
revenue in central, and in fact throughout official, territory, 
could not be other than adverse. Commissioner Aitchison noted 
a dissent. 


PIPE RATE CUTS CONDEMNED 


In a report written by Commissioner Mahaffie, the en 
mission, by division 5, in I. and S. No. 3539, cast iron pipe # 
fittings from Birmingham, Ala., group and Chattanooga, _ 
to certain Virginia, south Atlantic and Gulf ports for coastwis 


if the proposed rate were established to | 


The Commission i 
said that a finding that the rate was less than a reasonable 


The report, however, said that here was 4 | 
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ement to north Atlantic ports, has found not justified re- 
d rates on the commodities mentioned. The rates proposed 
e basis of such commodities in official territory. The 
abject was to enable southern pipe founders to get into northern 
rerritOry served from north Atlantic ports on a basis lower 
than that created by the Commission’s decisions in Iron & 
steel Articles, igo i. C. ©. Bit, and Krupp Foundry Co. vs. 
southern, 148 I. C. C. 743, from the Birmingham group. 


Protests by manufacturers at Chattanooga, Tenn., .founders 
in New Jersey, Pennsylvania and New York and carriers in 
vow England and trunk line territories caused the suspension 
the tariffs. Other founders, both northern and southern, in- 
ervened, the latter largely on account of rate relationships 
ynong southern origin points. 

Commissioner Mahaffie said that although the southern 
ailroads and manufacturers did not contend that the all-rail 
rates were unreasonable or unduly prejudicial from the Bir- 
ningham district, they did contend that the spreads between 
he rates from foundries in trunk line territory to the coast 
“ties in eastern and New England territories and the rates 
‘fom Birmingham to the same destinations were increased to 
sich an extent by the decisions of the two cases hereinbefore 
nentioned that the Birmingham district founders could not ship 
) eastern seaboard territory. On that point the report says: 


mov 
duce 
yere on th 


The evidence is not convincing that southern manufacturers are un- 
able to ship cast iron pipe all-rail to the eastern seaboard. The present 
rates from their factories are not higher than maximum reasonable 
rates and are very favorably related to those from the competing 
actories in official territory. The rates from the two territories are 
on the same level mile for mile. The rates from the southern origins 
are higher only because of the longer distances. Neither are we 
nrsuaded that the prosperity of the southern pipe manufacturers is 
dependent on the establishment of. the proposed rates. They now 
have a wide outlet for their products in southern, western, and 
entral territories. In the latter, the most important consuming 
rritory in the country, they have a very material advantage over 
astern factories, their only competitors. The factories in central 
territory are owned by two of the large Birmingham manufacturers. 
This, together with a lower cost of production at Birmingham, 
enables them greatly to influence the market in central territory as is 
evidenced by the fact that they obtain materially higher prices in 
that territory than in eastern territory. 

Relying on the Birmingham manufacturers’ representations that 
nm cast iron pipe is now moving all-rail from southern foundries to 
the eastern seaboard, respondents contend that such traffic as they 
may obtain to the ports at the proposed rates will be additional 
trafie and will not only yield earnings above the cost of service, but 
a fair profit. 


Cost data not only relating to the railroads, but as to the 
net effect of barge charges available to Delaware River foun- 
dries, Were put into the record. The protesting parties con- 
tended, among other things, that the proposed rates were vio- 
lative of the second section of the interstate commerce act in 
that they were not true proportional rates and were lower than 
the local rates, although the services to be rendered were sub- 
stantially the same. Mr. Mahaffie said that it was true that 
the proposed rates did not fall within the definition of a pro- 
portional rate, as set forth in paragraph (c) of section 6, as 
they were intended to apply beyond the ports not only by com- 
mon carriers by water but also by private carriers. The pro- 
lestants also contended that the rates were unduly prejudicial 
‘0 Chattanooga and unduly preferential of Birmingham, in that 
the differences now existing between the local rates to Charles- 
‘on, S. C., and the relation between local rates from Birming- 
tam and Chattanooga to Norfolk, Va., resulting from the use 
of scale rates were not maintained and further because the 
reduced rates were not proposed to Pensacola, Fla., and Mobile, 
Ala, for movement to the north Atlantic ports or to Florida 
destinations. 

Commissioner Mahaffie said that the real ground for the 
strenuous objections of the trunk line carriers and producers, 
towever, Was the fear that the inland factories in trunk line 
territory would be deprived of the opportunity of marketing 
their Products in the coast cities and that the establishment of 
he rates in question was the entering wedge in the process 
of breaking down the relation of rates from the various fac- 
‘otles established as a result of the Krupp case. 

Respondent railroads contended that the proposed rates 
could not be found unduly prejudicial to manufacturers in 
oficial territory because the carriers in official territory did 
tot participate in the rates from the southern origins to the 
‘outhern ports and the respondents did not participate in the 
Tates from the foundries in official territory to the destinations 
in that territory. 

_, lM answer to that argument the Commission cited Trunk 
— and Ex-Lake Iron Ore Rates, 69 I. C. C. 589. In that case 
‘@ Commission said that under section 15a to initiate, modify, 
“tablish or adjust rates was not a mere transitory authority 
nee sh in the first instance a general rate structure cal- 
‘. ated to produce a fair return but was a continuing authority 
© that such a rate structure should not be undermined and 
tin Purpose thwarted by new rates, either increases or reduc- 
“ons, Proposed by particular carriers for the purpose of aug- 
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menting the traffic of certain lines. It said that to upset or 
seriously to menace a general rate structure lawfully estab- 
lished sufficed to make proposed rates calculated to effect such 
a disruption unreasonable and unlawful. After telling of the 
application of that view in Grain and Grain Products, 115 I. C. 
C. 153, Commissioner Mahaffie said that the considerations in 
that case also applied here. 

Commissioner Lewis, concurring, said that he based his 
views on the record but beyond that, he said, was the fact that 
at this particular time carriers were asserting that increases in 
rates all over the country were necessary to maintain stability, 
service and credit. 

“In the face of such declaration,” said Mr. Lewis, “the pro- 
posal of the carriers to cut their rates 50 per cent, and partic- 
ularly when the present rates prevail in lower rated territory, 
seems incongruous.” 

Commissioner Farrell, dissenting, said that facts set forth 
in the record did not appear to him to indicate that any pro- 
vision of the interstate commerce act would be violated if the 
suspended rates involved were made effective. 


COAL CUTS UNJUSTIFIED 


The Commission, by division 2, in a report written by Com- 
missioner Porter, in I. and S. No. 3536, coal from Indiana, Illinois 
and Kentucky to Wisconsin and intermediate territory, has 
found not justified proposed reduced rates on bituminous coal 
from Illinois, Indiana and Kentucky mines to destinations in 
southeastern Wisconsin, purporting to be in conformity with 
the decision in Illinois Coal Traffic Bureau vs. Alton & Eastern, 
164 I. C. C. 543. The schedules are to be canceled and the 
proceeding discontinued. 

This report also covers the case mentioned which was 
taken up for further consideration in connection with the sus- 
pended rates. Upon further consideration in the formal docket 
case mentioned, No. 20912, the Commission has set aside the 
requirement that existing differentials over the northern Illinois 
group of mines from other Illinois and Indiana groups be con- 
tinued. The rates from and to the groups and destinations 
considered in the formal docket case are found not unreasonable 
or unduly prejudicial. The original order therefore has been 
modified accordingly. 

The suspension proceeding was caused by the filing of 
schedules to carry into effect the decision in the formal 
docket case. Reductions ranging from 5 to 35 cents a net ton 
were published in the tariffs from mines in Illinois, Indiana and 
western Kentucky to about 125 destinations in southeastern Wis- 
consin. 

Upper lake dock coal operators protested, principally, said 
the report, on the ground that the reduced rates from southern 
Illinois, unaccompanied by equal reductions from the docks, 
violated the outstanding order in Lake Dock Coal Cases, 89 
I. C. C. 170, in which the Commission fixed a relationship be- 
tween the rates from the docks and from the southern Illinois 
mines. The C. & N. W., the Soo Line and the Milwaukee, the 
only respondents that took any active part in the case, expressed 
the view, said the report, that the rates to which they were 
parties would be unduly low and unduly preferential. They 
hoped that the suspension would be made permanent. Their 
only justification for the suspended rates was that they were 
required in the complaint case order. Illinois groups other 
than the northern Illinois group, Indiana and Kentucky groups 
and some Wisconsin consumers, the report said, undertook to 
support the proposed rates. In discussing and disposing of the 
case, the Commission said: 


The issues in this suspension proceeding are broader than those 
before us in the complaint case. One of the issues now before us 
is the propriety of the differential relationship between southern 
Illinois and northern Illinois, and upon this issue extensive evidence 
was introduced and much is said with respect thereto in the briefs. 
The rates now in effect from northern Illinois were prescribed by us 
as reasonable maxima. Upon this more complete record we can not 
find the present rates from southern Illinois to these Wisconsin des- 
tinations to be unreasonable. It follows that the present differences 
between the rates from these groups can not be unduly prejudiciai 
to southern Illinois or unduy preferential of northern Illinois. Ac- 
cordingly, since the proposed rates were filed in response to our 
requirement, and the respondents appearing before us desire to cancel 
them, in view of our modifiei finding with respect to the present 
rates we see no legal ground upon which we could require their 
establishment. Aside from those considerations, however, we could 
not in any event find them justified because of the resulting undue 
prejudice against the Wisconsin docks. 

We now find in the complaint case that the present rates from 
Illinois and Indiana groups, other than the northern Illinois group, 
to Beloit, Janesville, Burlington, Monroe, Portage, Fond du Lac, and 
Prairie du Chien are not unreasonable or unduly prejudicial. 


COMMISSION REPORTS 


Gasoline 


No. 23688, Economy Oil Co. vs. M. & O. By division 3. 
Reparation of $31.91 awarded on finding unreasonable rate, gasa- 
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line, Mobile, Ala., to Mertz, Ala., which originated at Mereaux, 
La., to extent it exceeded 13 cents. One tank-car load, gasoline, 
Mobile to Mertz, Ala., not shown to have moved in interstate 
commerce. Chairman Brainerd, dissenting, said it was not 
proved that the shipments involved moved in interstate com- 
merce. 


Corn 


No. 23586, Georgia Southern Freight Bureau vs. A. C. L. 
et al. By division 3. Dismissed. Rates, corn, any quantity, 
Pelham, Ga., to Tampa and other Florida points, not unreason- 
able or unduly prejudicial. Commissioner Lee, concurring, be- 
lieved any-quantity rates from Pelham were unduly high when 
applied to carload shipments. Grain rates in south before Com- 
mission in No. 17000, part 7-A. 


Switching Charge at Flint, Mich. 


No. 23379, Grand Trunk Western Railroad Co. vs. Pere Mar- 
quette Railway Co. et al. By division 3. Dismissed. Switching 
charge of $3.60 a car of the Flint Belt Railroad at Flint, Mich., 
on cars switched between complainant’s line and Pere Marquette 
not unreasonable or otherwise unlawful. Commissioner Lee 
dissented. 

Fish 

No. 22453, O. A. Smith Agency, Inc., vs. B. & O. et al. By 
division 3. Dismissed. Rates, fresh and frozen fish, Duluth, 
Minn., and Superior, Wis., to Cincinnati, O., not unreasonable. 
Rate factors beyond Duluth, Minneapolis and St. Paul, Minn., 
of combination rates to Cincinnati, charged on carload ship- 
ments of frozen fish originated in Canada, not unreasonable. 


Steam Shovel, Etc. 


No. 23369, Salle Construction Co. vs. D. & R. G. W. et al. 
By division 3. Dismissed. Rates, carload shipment of a steam 
shovel and on a carload shipment of road-making machinery, 
Kings, Colo., to Farmington, N. M., and on a mixed carload 
shipment of a steam shovel, k. d., and a compressor from 
Farmington to Garbareno, Colo., not unreasonable. 


Coal 


No. 23141, Southern Cotton Oil Co. vs. C. R. I. & P. et al. 
By division 3. Rate, coal, Group 1 mines in Alabama to New- 
port, Ark., was, is and for future will be unreasonable to extent 
it exceeded, exceeds or may exceed $3.10; rate from Group 5 
mines in Alabama to Newport, was, is and for the future will 
be unreasonable to extent it exceeded, exceeds or may exceed 
$3.20. Complainant entitled to reparation. Order for future 
effective on or before August 24. Commissioner Lee concurred 
in finding as to future but dissented as to the past and award 
of reparation. 

Cotton Piece Goods 

No. 23221, Crown Overall Manufacturing Co. et al. vs. M. 
& O. et al., embracing also portions of Fourth Section Applica- 
tions Nos. 2138, 1563, 1572, 2045 and 2043. By division 3. Rate, 
cotton piece goods, any quantity, Stonewall, Miss., to Cincin- 
nati, O., is and for future will be unduly prejudicial to Stone- 
wall and unduly preferential of Mobile, New Orleans, and 
Natchez, Magnolia, Fernwood and McComb, Miss., to extent it 
exceeds or may exceed the contemporaneous rates on the con- 
sidered commodity from the latter points, but not otherwise 
unlawful. No damage to complainants shown. Fourth-section 
applications, to extent herein under consideration, denied. Or- 
der for future effective on or before August 24. 


Butter and Eggs 


No. 22899, Armour & Co. vs. Mo. Pac. et al. By division 3. 
Rate, butter, Winfield, Kan., to New Orleans, La., for domestic 
use, not unreasonable prior to July 14, 1928. Rate, butter and 
eggs, mixed carloads, and butter, straight carloads, from and 
to same points, for export, not unreasonable prior to July 14, 
1928, but unreasonable thereafter to extent it exceeded $1.43 
plus such terminal charges as were in effect. Present export 
rate assailed not unreasonable. Complainant entitled to rep- 
aration. Commissioner McManamy, dissenting in part, said 
rates in effect prior to July 14, 1928, should be found unreason- 
able to extent they exceeded $1.43, or the basis prescribed in 
the southwestern revision. 


Sand and Gravel 


No. 23668, T. L. Herbert & Sons vs. L. & N. et al. - By 
division 4. Rate, sand and gravel, Johnsonville, Tenn., to Glas- 
gow, Ky., unreasonable to the extent it exceeded $1.40 a net 
ton, the present rate. Reparation awarded. Commissioner 
Mahaffie dissented on the ground that the record did not support 
the award of reparation. 

Radio Cabinets 

No. 23373, Wextark Radio Stores, Inc., et al. vs. C. I. & L. 
et al. By division 3. Dismissed. Rates, radio cabinets, points 
of origin in Michigan, Indiana, and Ohio to Chicago, IIl., 


applicable and not unreasonable, 
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Liquefied Chlorine 


No. 22607, Mathieson Alkali Works, Inc., vs. A. & w 
By division 4. 


Rates and ratings, liquefied chlorine, tah a 


Niagara Falls, N. Y., to destinations throughout the United 


States, unreasonable for the future to the extent they may 
exceed 45 per cent of the contemporaneous first class rates 
New ratings and rates to be effective not later than August 95 


Peat Humus 


No. 23504, International Agricultural Corporation et al. y 
C. & I. M. et al. By division 3. Dismissed. Rates, peat reselling 
Manito, Ill., to points in Georgia, Florida and Alabama, not yp, 
reasonable. 


MICHIGAN ABANDONMENT 


In Finance No. 8545, the Commission, by division 4 has 
issued a certificate authorizing the Michigan Centra] Railroad 
Company to abandon, and the New York Central Railroad Com. 
pany to abandon operation, of that part of the East Jordan 
branch of the Michigan Central extending from Marble to East 
Jordan, about 6.5 miles, in Antrim and Charlevoix counties 
Michigan. , 


AGAINST WISCONSIN ABANDONMENT 


Applications in Finance No. 7773, Stanley, Merrill & Phillips 
Railway Co. et al., proposed abandonment, in which the carrier 
named sought authority to abandon, and the Wisconsin Centraj 
Railway Company and the Minneapolis, St. Paul & Sault Ste. 
Marie Railway Company, to abandon operation of the line ey. 
tending from Gilman to Walrath, about 20 miles, in Taylor and 
Rusk counties, Wis., have been denied by the Commission, 
division 4. 

The Commission concluded that the operation of the line 
had not yet become very burdensome to the Soo, and that as 
the lease by the Stanley, Merrill & Phillips had only two years 
more to run, it did not seem unreasonable to require the Soo 
to continue the operation for the present, in view of the hardship 
which its abandonment would cause to many patrons of the 
line. It said the Stanley company apparently had no function 
to perform during the continuance of the lease except to receive 
the rent. 

Commissioner Mahaffie, dissenting, said the record was 
convincing to him that the loss to the carrier clearly outweighed 
the inconvenience that would be suffered by the protestants, and 
that the certificate sought by the Soo should be issued. He said 
that so far as the Stanley was concerned, he agreed with the 
Wisconsin authorities that the Commission had no jurisdiction 
to authorize it to abandon as to intrastate commerce. 


PETITIONS FOR REHEARING, ETC, 


No. 20482, R. T. Vanderbilt Co., Inc., et al. vs. A. C. L. et,al. and 
related cases. Official classification lines ask reconsideration of 
Commission’s denial of their petition for reargument with respect to 
reparation. 

No. 22450, Mississippi Vegetable Shippers’ Bureau et al vs. A. & 
R. et al., and related cases. Defendants ask rehearing, reconsidera- 
tion and reargument, and for postponement of effective date of order. 

No. 21406, Virginia State Horticultural Society et al. vs. A. & RB. 
= = Defendants ask postponement effective date of Commissions 
order. 

No. 23030, West Virginia Brick Co. vs. Asheville Southern et al. 
Defendants ask ee effective date of Commission's order 

oO. 57, John E. Booth Lumber Co. vs. Central Vermont et 4! 
Defendants ask further hearing. 

No. 22771, and Sub. 1, Falling Spring Lime Co., Inc., vs. C. & 0. 
et_ al. Complainant asks further consideration of petition for recon- 
sideration on record as made and reargument before entire Com- 
mission. 

No. 22523 (and Sub. 1 to 5 incl.), Kokomo Steel & Wire Co. Vs. 
A. & S. et al. Complaint asks reopening for oral argument before 
entire Commission. 

No. 22585, Kaw Valley Potato Growers’ & Shippers’ Traffic Ass0- 
ciation vs. A. T. & S. F. et al. Northern Potato Traffic Association, 
intervener, has filed petition in support of carrier’s petition for post 
ponement of order. % 

No. 9200, Railway Mail Pay. Macon, Dublin & Savannah asks 
classification as a separately operated railroad not exceeding 10" 
miles in length, and not less than 50 miles in length, within the 
meaning of the findings and orders of the Commission dated Decem: 
ber 23, 1919 and July 10, 1928, fixing fair and reasonable rates an? 
compensation to be paid by the United States for transportation 0 
mail matter by railroad common carriers. aoe 

No. 23096, Charles S. Walton & Co., Inc., vs. B. & O. Complainant 
asks reconsideration on record as made. 

No. 13535, Consolidated Southwestern Cases. Chamber of oor 
merce of Kansas City, Mo., and Chamber of Commerce of St. Josep», 
Mo., have filed petition in support of petition of carriers for Pé 
mission to publish emergency rates on short notice. Com- 

No. 13535, Consolidated Southwestern Cases. Corporation 0M 
mission of Oklahoma, complainant herein, asks that petition Ce 
riers for authority to publish emergency rates on short notice, ate 
May 11, 1931, be denied. ; -" 

No. 23368 (and Sub. 1, 2 and 3), Pensacola Creosoting Co. VS. 
& N. Southern Pine Association, intervener in No. 23368, asks 
consideration by whole Commission of decision by division ». _ 

No. 20945, Ware Bros. Agency vs. C. & A. et al., and related cases 
Defendants ask reargument and reconsideration. inant asks 

No. 23108, Allied Oil Co. vs. A. C. & Y. et al. Complainan ntire 
rehearing and/or reconsideration and/or before en 
Commission. r et al 

No. 21454, Otis Gin & Warehouse Co. et al. ys. A. & V. ® 
Complainants ask reconsideration by entire Commission. 


argument 
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Proposed Reports in I. C. C. Cases 





HOCH-SMITH COTTONSEED REPORT 


In a proposed report, in No. 17000, part 8, cottonseed, its 
products and related articles, a Hoch-Smith proceeding, Special 
framiner John T, Money and Examiner George Esch have rec- 
ommended the creation of a nation-wide rate structure on cot- 
ionseed and its products, including hulls, linters and fiber, and 
on articles competitive with cottonseed products, including fish 
and sea animal oils, and inedible greases and tallows. 

They have recommended the division of the country into 
ix territories, with rates adjusted in each. Cottonseed and its 
cake and meal are put on the same level. Scales proposed do 
not coincide with any of the class rate scales prescribed by the 
Commission. But in the southeast and the southwest and in 
the eastern part of the Western Trunk Line territory, the 
sales follow closely 20 per cent of the first class rates in those 
territories, up to 700 miles. 

Up to 700 miles, proposed vegetable cake and meal rates 
in the southwest and in the eastern part of western trunk line 
territory, run about 112 per cent of the so-called interior corn 
wheat scales prescribed in the western grain case. 

Intraterritorial and interterritorial seed and cake and 
meal scales are not made on a percentage relationship one to 
another, but on a fixed and uniform difference in cents beyond 
0 miles.) The examiners recommend that establishment of 
transit be required. Reparation is recommended in some of the 
cases, but not all. 


LIVESTOCK FROM VIRGINIA 


Extension of the livestock scale prescribed in Eastern Live 
Stock Cases of 1926, 144 I. C. C. 731, as revised in 165 I. C. C. 
27, to cover traffic from the Virginias to eastern markets, 
shown in an appendix, has been recommended by Examiner 
L.H. Macomber in No. 22416, Virginia Live Stock Growers and 
Shippers et al. vs. N. & W. et al. He said the Commission 
should find unreasonable the present rates, prescribe new ones 
in accord with the scale mentioned, and award reparation. This 
report also embraces No. 23524, West Virginia Livestock Grow- 
ers and Shippers et al. vs. C. & O. et al., and I. and S. No. 3522, 
livestock from Virginia, West Virginia, Maryland, Pennsylvania 
and District of Columbia to eastern points. 

In the schedules suspended in the suspension proceeding 
the B. & O. and the C. & O. proposed to increase the rates on 
edible livestock from points in the Virginias to eastern mar- 
kets. The complainants in the two cases protested and pro- 
cred suspension of the schedules. 

The title case was heard separately but the West Virginia 
case and the suspension proceeding were heard together and 
tepresentatives of the West Virginia commission sat with Ex- 
aminer Macomber in those cases. The suspended schedules 


were found not justified. The findings other than that repara-: 


tion should be made follow: 


‘ That the rates assailed on calves, sheep, lambs and hogs, double- 
deck, and on cattle, in carloads, from points in official territory in 
the states of Virginia and West Virginia to destinations in trunk-line 
territory, and from points in the state of West Virginia to destina- 
tions in official territory in Virginia, were, are, and for the future will 
€ unreasonable to the extent that they exceeded, exceed, or may 
"Xceed rates determined by the distance scale of rates set forth 
n Appendix A hereto. (Not herewith reproduced.) 

on nat the rates assailed on calves, sheep, lambs and hogs from 
ro all points herein concerned in single-deck cars were, are, 
=n the future will be unreasonable to the extent that they 
on sh ed, exceed, or may exceed on calves and hogs 115 per cent, and 
tor — lambs 125 per cent, of the rates herein found reasonable 
ngs Laat in arriving at rates under these findings fractions less than 
lens thee should be disregarded; fractions of 0.25 cent or greater, but 
at 4 n 0.75 cent should be shown as 0.5 cent; and fractions of 0.75 
ver 7 greater should be increased to the next whole figure. 

nents at in computing distances for the application of the distance 
can prescribed herein, the shortest route over which carload traffic 

moved without transfer of lading shall be used. 


PROPOSED REPORTS 


Ground Peanut Hulls 


inant 23916, Apache Powder Co. vs. A. T. & S. F. et al. By 
rate ~e4 G. H. Mattingly. Proposes that Commission find that 
on wh -06, ground peanut hulls, Hugo, Okla., to Curtiss, Ariz., 
that ancable and that applicable rate was 95 cents, and 
and a applicable rates on ground peanut hulls from Hugo 
and fo ant, Okla., and Dublin, Tex., to Curtiss, Ariz., were, are 

T the future will be unreasonable to extent they exceeded, 


exceed or may exceed 48 cents from Hugo, 47 cents from Durant, 
and 43 cents from Dublin, carload minimum 40,000 pounds, and 
award reparation of $1,279.08. 


Lumber 


No. 24035, Traffic Bureau, Chamber of Commerce, Lynch- 
burg, Va., vs. S. A. L. et al. By Examiner Elza Job. Repara- 
tion of $30.60 proposed on finding rate, lumber, Vimont, Fla., 
to Edenton, N. C., unreasonable to extent it exceeded 36.5 cents. 


Fresh Fish 


No. 24113, Mid-Central Fish Co. vs. C. St. P. M. & O. et al. 
By Examiner Richard Yardley. Dismissal proposed. Carload 
shipment of fresh fish, Bayfield, Wis., to Kansas City, Mo., not 
misrouted. Applicable rate over route of movement, 86 cents, 
minimum 24,000 pounds. Shipment undercharged. 


Frozen Meat 


No. 24020, Swift & Co. et al. vs. Canadian Pacific et al. 
By Examiner C. Garofalo. Dismissal proposed. Claims for 
refrigeration charges, frozen meat, certain points in Canada to 
San Francisco, Calif., barred by statute of limitation. 


Lumber 


No. 24079, Traffic Bureau, Lynchburg Chamber of Commerce, 
vs. S. A. L. et alk By Examiner Roy E. McKee. Proposes rep- 
araton of $24 on finding rate, lumber, Judd Siding, N. C., to 
Ampthill, Va., inapplicable; that applicable rate was 18.5 cents; 
that rate, lumber, Kipling, N. C., to Ampthill, Va., was unrea- 
sonable; that applicable rates from Judd Siding and Kipling 
were unreasonable to extent they exceeded 17 cents. 


Cement 

No. 24333, Medusa Portland Cement Co. vs. C. B. & Q. et al. 
By Examiner Herbert P. Haley. Recommends reparation of 
$12.54 on account of inapplicable rate, cement, York, Pa., to 
Trident, Mont. Applicable rate was 83.5 cents as reduced by the 
combination rule which was the lowest combination over route 
of movement. 

Secondhand Contractors’ Outfits 


No. 23997, Regenhardt Construction Co. vs. St. L.-S. F. 
et al. By Examiner William G. Butts. Dismissal proposed. 
Rates, secondhand contractors’ outfits, Arlington and Rolla, Mo., 
to Dix, Ill., not unreasonable. 

Vinegar 

No. 238438, Gregory-Robinson-Speas, Inc., et al. vs. A. G. S. 
et al. By Examiner Roy McKee. Rates, vinegar, carloads, 
Rogers, Ark., to points in southeastern territory, unreasonable 
to the extent they exceeded column 35 basis of rates prescribed 
in the southwestern revision. Reparation proposed. 


Cotton Piece Goods 


No. 23895, Smith Bros. Manufacturing Co. vs. A. & R. et al. 
By Examiner F. A. Clifford. Dismissal proposed. Rates, cotton 
piece goods, any quantity, producing points in Alabama, Georgia, 
Mississippi, the Carolinas, and Virginia to Carthage, Neosho, and 
Webb City, Mo., and Iola, Kan., not unreasonable or otherwise 
unlawful. 

Crushed Marble 

No. 23626 Alabama Marble Co. vs. L. & N. et al. By Exam- 
iner W. M. C. Cheseldine. Rates, crushed marble, Gantt’s 
Quarry, Ala., to destinations in Texas and other southwestern 
states, unreasonable and unduly prejudicial to the extent they 
may exceed 10 per cent of the first class rates prescribed in the 
southwestern revision, subject to the rates contemporaneously 
maintained on crushed limestone in bags, in box cars, from 
Whitestone, Ga., to the same destinations as maxima. Examiner 
proposes a Mississipp crossing charge for use at Memphis, 
Tenn., of 8 cents a net ton and 10 cents for crossings below 
Memphis. New rates proposed. 


Clay Sewer Pipe 
No. 24138, Robinson Clay Products Co. vs. Grank Trunk et 
al. By Examiner Roy McKee. Rates, clay sewer pipe, Malvern, 
O., to Detroit and Pontiac, Mich., unreasonable to the extent 
they exceeded 18.5 cents to Detroit and 19 cents to Pontiac. 
Reparation proposed. 
Rubber Nut Oil 
No. 24074, Armstrong Cork Co. vs. Pennsylvania et al. By 
Examiner L. B. Dunn. Rate, rubber nut oil, tank cars, Suffolk, 
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Va., to Lancaster, Pa., unreasonable in the past to the extent 
it exceeded 31.5 cents, minimum 30,000 pounds. Reparation of 


$435.32 proposed. 
Rough Granite 


No. 24000, McConnell & Co., Inc., vs. N. Y. N. H. & H. By 
Examiner George C. Clarke. Rates, rough granite, Milford, 
Mass., and Stony Creek, Conn., to Harlem River Station, N. Y., 
unreasonable to the extent they exceeded rates found reason- 
able in Granite, Marble and Stone in New England Territory, 
156 I. C. C. 107. Reparation proposed. 


Lumber 


No. 23548, Egbert-Hay-Fobes Co. vs. Grand Trunk et al., 
embracing also a sub-number, Same vs. N, Y. C. et al. By Ex- 
aminer Paul Coyle. Rates, lumber, Goshen, Ind., to Chicago, 
ill, and Detroit, Mich., inapplicable. Applicable rates were 18.5 
cents to Chicago and 18.5 cents to Detroit. Rates from Goshen 
to Flint, Plymouth and Pontiac, Mich., unreasonable to the ex- 
tent they exceeded 18.5 cents. Applicable rates, Goshen to 
Chicago and Detroit, and rates assailed, Goshen to Allegan, 
Grand Rapids, Holland and Lansing, Mich., not unreasonable or 
otherwise unlawful. Reparation proposed. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 8756, authorizing the Big 
Sandy & Cumberland Railroad Company to abandon part of a line 
of railroad in Buchanan county, Va., approved. 

Report and order in F. D. No. 8814, authorizing the Illinois 
Central Railroad Company to issue in reimbursement for capital ex- 
penditures not exceeding $20,000,000 of 3-year 414 per cent gold notes, 
to be sold at not less than 985% per cent of par and accrued interest, 
and the proceeds used for additions and betterments, to pay matur- 
ing obligations and bank loans, and for other corporate purposes, 
approved, 

Second supplemental report and order in F. D. No. 5601, author- 
izing the Minneapolis, Northfield and Southern Railway to extend for 
a period of not less than one nor more than five years from Septem- 
ber 1, 1931, the maturity date of not exceeding $250,000 of 5-year 
convertible 6 per cent gold notes, previous reports Ill. I. C. C. 602 
and 743, approved. 


FINANCE APPLICATIONS 


Finance No. 8853. Wabash Railway Co. asks authority to pledge 
and repledge from time to time as collateral security for short-term 
— $368,909.23 of first lien 50-year 4 per cent terminal gold 
bonds. 

Finance No. 8854. New York, New Haven & Hartford Railroad 
Co. asks authority to issue $2,595,000 of 41%. per cent equipment trust 
certificates, to be sold at competitive bidding, the proceeds to be 
used in connection with acquisition of 1 steel car float, 10 electric 
locomotives, 12 passenger train motor cars, 19 passenger train trailers 
and 2 combination cars. 

Finance No. 8842. Texas & New Orleans Railroad Co. and Mor- 
gan’s Louisiana Railroad & Steamship Co. ask authority to abandon 
service, both passenger and freight, at Baton Rouge, lLa., and 
Anchorage, La., and between those points. Applicant said applica- 
tion was made because the traffic, on account of which service herein 
sought to be discontinued was instituted, had greatly diminished, 
because of loss by applicants of bridge, spanning the Atchafalaya 
River, on their Baton Rouge branch, which bridge could not be 
restored until and unless the United States should definitely decide 
upon plans and undertake work in connection with flood control in 
the Atchafalaya River basin, which would permit such restoration. 

Finance No. 8843. Duluth, South Shore & Atlantic Railway Co. 
and Marquette, Houghton & Ontonagon Railroad Co., by this applica- 
tion, place before the Commission the question of whether Commission 
approval under paragraph 18 of section 1 of the act is required for 
operation, modern iron ore dock to be constructed at Marquette, 
Mich., by South Shore Dock Co. at cost of $1,350,000. Request is made 
— first of the question whether Commission has juris- 

ction. 

Finance No. 8844. Duluth, South Shore & Atlantic Railway Co. 
and Marquette, Houghton & Ontonagon Railroad Co., ask authority to 
execute a lease with the South Shore Dock Co., with respect to the 
property involved in Finance No. 8843. 

Finance No. 8838. Chicago, Rock Island & Pacific Railway Co. 
asks authority to abandon a branch or spur track between Rush 
Springs and an industrial plant formerly owned by the Acme Cement 
Co. in Grady county, Okla., 3.99 miles. 

Finance No. 8840. Charleston & Western Carolina Railway Co. 
asks authority to issue $53,368.30 of series B, 5 per cent first con- 
solidated mortgage bonds, to be held in the treasury of applicant 
until further authorization. 

Finance No. 7431. Petition of New York Central Railroad Co. for 
reopening for approval of complete abandonment of its Hinckley 
branch in Oneida county, N. Y. 

Finance No. 8845. Philadelphia, Baltimore & Washington Rail- 
road Co. asks authority to issue and deliver to the Pennsylvania Rail- 
road Co., $5,800,000 of general mortgage 41% per cent gold bonds, 
series E, and Pennsylvania Railroad Co. asks authority to assume, 
os fata and guarantor, obligation and liability in respect of said 

onds. 

Finance No. 8846. United Railways Co. asks authority to construct 
47/100 of a mile of main line railroad in Multnomah county, Ore., 
to serve as a connection between the main line of applicant and the 
Portland-Astoria Line of applicant’s parent company, the Spokane, 
Portland & Seattle. 

Finance No. 8847. United Railways Co. asks authority to abandon 
2.78 miles of track in Multnomah county, Ore., now serving as a con- 
nection between main line of applicant and the Portland-Astoria 
line of applicant’s parent company, Spokane, Portland & Seattle. 
Trackage described in preceding application to be substituted for line 
to be abandoned. 

Finance No. 8848. Oregon Short Line Railroad Co. asks authority 
to abandon its Conroy branch from a point near Moyer Junction to 
Conroy, in Lincoln county, Wyo., a_ distance of 1.94 miles. 

Finance No. 8849. The Kiowa, Hardtner & Pacific Railroad Co. 
asks authority to operate its railroad extending from Kiowa to Hardat- 
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ner, Kan., which has been leased to the Missouri Pacific, Lease ¢y 
pires June 30, 1931. e ex. 

Finance No. 8852. Richard K. Mellon, nephew of Secretary «7 
Treasury Mellon, asks authority to hold position of director of Py ot 
burgh & Lake Erie and offices with carriers included in or affilien; 
with the New York Central lines. lated 


COMMISSION ORDERS 


Finance No. 7239, Construction of extension by C. & N. w, tp, 
prescribed in certificate within which C. & N. W. shall com oo 
northerly 1.25 miles of line of railroad therein authorized, js further 
extended to August 1, 1932. F er 

No. 24120, Walter Young vs. C. of N. J. et al. Defendants’ gy 
plemental motion to dismiss complaint, as amended, in this case 
pone motions to dismiss be assigned for preliminary hearing ov 
ruled. 

No. 22973, Charles S. Walton & Co. vs. B. & O. et al. Pro eed 
ing reopened for oral argument. c 

No. 24312, Bartheldes Seed Co. et al. vs. A. T. & S. F. et g 
Motion of defendant, M. P., to strike complaint overruled. ° = 

No. 23866 (Sub. No. 1), D. E, Ryan Co. vs. G. N. et al. Complaint 
dismissed for want of prosecution. . 

No. 24259, R. G. Harris and H. P. Harris, operating as Harris 
3rothers Grain Co, vs. A. T. & S. F. et al. Motion of defendant 
M. P., to strike complaint overruled. vi 

No. 19670, Taylor Produce Co. et al. vs. L. & N. et al. Complain- 
—e for rehearing, reargument and modification of order 
enied. 

Finance No. 7041, Construction and abandonment by Souther 
Pacific Co. Time provided in certificate and order within which South. 
ern Pacific Railroad Co. and Southern Pacific Co. shall complete con- 
struction of lime of railroad therein authorized is extended to June 
30, 1933. 7 

No. 24253, Swift & Co. vs. B. & O. et al. Great Atlantic & Pacific 
Tea Co. permitted to intervene. 

Finance No. 8760, Application of C. & S. for a certificate to aban- 
don its line of railroad extending from Crown Fuel Co., near Coalton 
to City of Boulder, in Boulder county, Colo. Regents of University 
of Colorado permitted to intervene. ; 

Finance No. 8761, Application of Kansas & Oklahoma for certificate 
to acquire and operate line of railroad formerly owned by Kansas & 
Oklahoma, etc. Liberal Chamber of Commerce permitted to intervene. 

No. 23093, Sub. 14, Alliance Motor Co. et al. vs. A. T. & SF. 
et al. Champlin Refining Co. permitted to intervene. 

No. 20086, Sumter Packing Co. vs. A. C. L. et al. Order further 
modified to become effective August 4, 1931, upon not less than one 
day’s notice instead of June 4. 

No. 24120, Walter Young vs. C. R. R. of N. J. et al. Goldberg- 
Castonguay Coal Co. and W. C. Mason & Co., Inc., permitted to 
intervene. 

Finance No. 7929, Sprucemont Nevada construction. Time pre- 
scribed in said certificate and order, as extended, in which Spruce- 
mont Nevada shall commence and compete construction of line of 
railroad therein authorized, is further extended to June 1, 1932, and 
May 31, 1933, respectively. 

Finance No. 3500, New Orleans, Texas & Mexico bonds. Time 
within which New Orleans, Texas & Mexico Railway Co. may issue 
not exceeding $13,500,000 of first mortgage 5 per cent bonds, series B, 
extended to and including October 1, 1935. 

No. 24300, United Verde Copper Co. vs. A. T. & S. F. et al. 
Emsco Refractories Co. permitted to intervene. 

No. 24104, Big Sandy Fruit Co. et al. vs. A. & E. et al. Dixon- 
Moore & Co., Eastern Ky. Lumber & Supply Co., Louisa Coca-Cola 
Bottling Co., Louisa Supply Co., J. Carter Dept. Store, L. F 
Wellman, Paintsville Furniture Co., F. S. Vanhoose & Co., John Kk. 
Butcher & Co., Mountain Furniture Co., Call Bros. Hardware Co. 
Home Furniture Co., Stanley Motor Co., Pikeville Supply & Planing 
Mill Co., Goffs Shelby Stores, East Jenkins Drug Store, Leader De- 
partment Store, and R. C. Poage Milling Co. permitted to intervene. 
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LIVESTOCK REPORT EXPECTED 


The Commission’s final report in Western Livestock Rates, 
No. 17000, part 9, is expected in the near future. The committee 
of cooperating state commissioners, with their experts, attended 
a cooperative conference with the Commission this week. The 
state commission officials who attended the conference were: 
W. P. Geary, rate expert, California Railroad Commission; 
Worth Allen, chairman, Colorado Public Utilities Commissiol: 
Fred P. Woodruff, commissioner, and Carl A. Hansen, rate clerk, 
Iowa Railroad Commission; J. W. Greenleaf, chairman, and J. 
W. Scott, rate expert, Public Service Commission of Kansas; 
Ben C. Larkin, commissioner, and E. M. Hendricks, traffic ex- 
pert, North Dakota Railroad Commission; Paul A. Walker, chait- 
man, and C. B. Bee, traffic adviser, Corporation Commission of 
Oklahoma; A. F. Harvey, rate expert, Public Utilities Comms 
sion of Oregon; John W. Raish, commissioner, and D. L. Kelley, 
rate expert, South Dakota Railroad Commission; C. V. Terrell, 
chairman, and O. D. Hudnall, rate expert, Railroad Commission 
of Texas. 


SUSPENDED TARIFFS 


In I. and S. No. 3601, the Commission has suspended from 
May 25 until December 25 schedules in the following tariffs: 
W. P. Emerson, agent: Supplement No. 26 to I. C. C. No. 164; 
I. C. C. No. 169; Mlinois Central and Yazoo & Mississippi Vl 
ley: Supplement No. 15 to I. C. C. No. 7529; supplements Nos. 
14 and 15 to I. C. C: No. 7569; supplement No. 1 to I. C. C. No. 
7675; St. Louis-San Francisco: Supplements Nos. 10 and 11 
I. C. C. No. 9158. The suspended schedules propose to restrict 
the rules on fresh tomatoes, carloads, packed for shipment» 
lug boxes so that the bulge of the box will not exceed one inch, 
and to prohibit the loading of the boxes length wise of the a 
from points in the Mississippi Valley to destinations in t 
north, east, south and west. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken frem Reporters and Digests of Matienal Reporter System, 
blished by West Publishing Ce., St. Paul, Minn. Copyright, 
a 1931, by West Publishing Ce.) 





LOSS OF OR INJURY TO GOODS 
(Circuit Court of Appeals, Second Circuit.) Indorsee of 
hill of lading reciting goods were shipped acquired direct obli- 
sation of carrier and right to sue for carrier’s failure to deliver. 
_Olivier Straw Goods Corporation vs. Osaka Shosen Kaisha, 
17 Fed. Rep. (2d) 878. 





(Court of Appeal of Louisiana, Second Circuit.) Common 
law does not apply as respects rights of recovery for damage 
to intrastate shipment.—Noel Bros. vs. Texas & P. Ry. Co., 133 
Sou. Rep. 830. 

State law governs in respect to right to recover for dam- 
ages to intrastate shipment.—lIbid. 

Carrier, to escape liability for damage to intrastate ship- 
ment, has burden of proving percise cause of loss, and that 
accident was not caused by fortuitous event or irresistible force 
(Civ. Code, art. 2754).—Ibid. 

Carrier was liable for damage to intrastate shipment of 
cotton by reason of fire originating from unknown cause (Civ. 
Code, art. 2754).—Ibid. 





Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National r Syst 
published by West Publishing Co St. Paul, Minn. pm aero _— 
1931, by West Publishing -) 





REGULATION OF COMMON CARRIERS 

(District Court, N. D. Georgia, Atlanta Division.) Direct 
regulation of interstate carriage as such, including regulation of 
persons and vehicles, is vested in federal government (Const., 
art. 1, sec. 8, cl. 3).—Johnson Transfer & Freight Lines vs. 
Perry, 47 Fed. Rep. (2d) 900. 

Police power and taxing power may usually be exercised by 
state government, unless there is discrimination, or direct and 
inreasonable burden against interstate commerce (Const., art. 
1, sec. 8, cl. 3).—Ibid. 

Mere privilege of engaging in interstate commerce cannot 
be conditioned by state on procuring license or paying tax 
(Const., art. 1, sec. 8, cl. 3).—Ibid. 

Regulation of commerce by Congress will override police 
regulations of state when in conflict therewith (Const., art. 1, 
sec. 8, cl. 3).—Ibid. 

State has right to select traffic over highway and to protect 
hot only public in its use, but highway itself, and obtain com- 
Pensation for use.—Ibid. 

; State may license or refuse to license, condition, or charge 
‘or use of its improved roads by interstate carrier (Const., 
art. 1, sec. 8, cl. 3).—Ibid. 

Certificates of public convenience and necessity with rea- 
sonable fee therefor and annual license fee for trucks were 
legally demandable as against carriers engaged exclusively in 
nterstate commerce (Acts Ga. 1921, p. 199; Acts Ga. 1929, pp. 
4, 293; Const. U. S., art 1, sec. 8, cl. 3).—Ibid. 

- Doerators of freight trucks in interstate commerce could 
- oy agg nd to furnish bond for protection of shippers (Acts 
Ga, 921, D. 297, sec. 5; Const. U. S., art. 1, sec. 8, cl. 3).—Ibid. 
we et trucks were operated merely across paved highway 
Me os state without acceptance or delivery of freight therein, 
of pr bond for protection of shippers touched only contracts 
of int lage, and to require it would be clearly a direct regulation 
a erstate commerce, having no relation to safety or con- 

— public of state or to use of road.—Ibid. 
yc of state law requiring operators of interstate 
el Tucks to obey law and regulations of commission as 
(Acts ~s - issuing certificate and license was unconstitutional 
art. 1 pe 921, p. 199; Acts Ga. 1929, pp. 74, 293; Const. U. S., 

De €c. 8, cl. 3, and Amend. 14).—Ibid. 
wae. to Secure mileage tax was demandable against 

's of freight trucks in interstate commerce (Acts. Ga. 
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1921, p. 199; Acts Ga. 1929, pp. 74, 293; Const. U. S., art. 1, 
sec. 8, cl. 3, and Amend. 14).—Ibid. 

State law relating to regulation and licensing of motor 
vehicles engaged in transportation of persons and property for 
hire held not unconstitutional as containing matter different 
from that stated in title (Acts Ga. 1921, p. 199; Acts Ga. 1929, 
pp. 74, 298; Const. Ga., art 3, sec. 7, par. 8).—Ibid. 

State law relating to regulation and licensing of motor car- 
riers held not unconstitutional because confining tax to carriers 
with fixed termini (Acts Ga. 1921, p. 199; Acts Ga. 1929, pp. 
74, 293; Const. U. S., Amend, 14). 

State law imposing tax on motor carriers to compensate 
for use of road was not in violation of commerce clause (Acts 
Ga. 1921, p. 199; Acts 1929; pp. 74, 293; Const. U. S., art. 1, 
sec. 8, cl. 3).—Ibid. 

Tax imposed on motor carriers for use of highways held 
not contrary to federal law forbidding tolls on federal-aid roads 
(Acts Ga. 1929, pp. 74, 293; fed. highway act, sec. 9 (28 USCA, 
sec. 9)).—Ibid. 





(Supreme Court of Washington.) Court takes judicial no- 
tice of present “motor mindedness” of public with reference to 
short distance carrier service.—North Bend Stage Line vs. De- 
partment of Public Works, 297 Pac. Rep. 780. 

Strict “necessity” is not test in determining, whether cer- 
tificate of “public convenience and necessity,” authorizing motor 
passenger and express service, should be granted.—TIbid. 

In determining whether certificate of public convenience 
and necessity should be granted for motor service, through serv- 
ice is favored.—Ibid. 

Granting, to railroad, of certificate for motor service did 
not violate stage lines’ rights under prior certificate, where rail- 
road was forbidden from rendering local service between points 
covered by existing services.—Ibid. 

Department’s decision respecting public convenience and 
necessity of proposed public motor service and territory already 
served will not be disturbed unless clearly arbitrary.—Ibid. 

Evidence sustained granting of certificate of public conven- 
ience and necessity for proposed motor service.—Ibid. 

Granting certificate to furnish motor service between points 
not yet served to new applicant, rather than present certificate 
holder having no preference right, was within department’s 
discretion.—Ibid. 





(Supreme Court of South Carolina.) Writ of prohibition 
should be used with forbearance and caution, and only in cases 
of necessity (Ex Parte Jones, 158 S. E. Rep. 134). 

Writ of “prohibition” only lies to prevent encroachment, 
excess, usurpation, or improper assumption of jurisdiction on 
part of inferior tribunal or to prevent great outrage on general 
principles of law and procedure.—Ibid. 

If inferior tribunal has jurisdiction of person and subject- 
matter, writ of prohibition will not lie to correct errors and 
irregularities in procedure or to prevent erroneous decision or 
enforcement of erroneous judgment, where other adequate reme- 
dies are available.—Ibid. 

If there is another adequate remedy, writ of prohibition 
does not lie to restrain issuance of injunction or review of order 
therefor.—Ibid. 

Court has jurisdiction at chambers to order place of trial 
changed to proper county (Code Civ. Proc. 1922, sec. 378).—Ibid. 

Writ of prohibition could not be invoked on ground court 
lacked jurisdiction because defendant did not reside in county 
of suit (Code Civ. Proc. 1922, sec. 378)—Ibid. 

Defendant in injunction suit could have had question 
whether plaintiff had another exclusive remedy or whether com- 
plaint stated cause of action determined at chambers, as regards 
right to prohibition (Act. April 14, 1925 (34 Stat. at Large, p. 
94, sec. 1)).—Ibid. 

Circuit judge had power at chambers to grant temporary 
injunction even before service of summons or lodgment for 
service (Code Civ. Proc. 1922, secs. 482, 483, 484, 486, 487, 489, 
490).—Ibid. 

Circuit judge may in his discretion grant temporary injunc- 
tion on ex parte application and without notice, except where 
specifically required by statute (Code Civ. Proc. 1922, secs. 483, 
485, 487).—Ibid. 

Circuit judge has not only jurisdiction to grant temporary 
injunction at chambers, but in such inquiries may consider 
merits of cause (Code Civ. Proc. 1922, secs. 482, 483, 484, 486, 
487, 489, 490).—Ibid. 

Courts should grant temporary injunction on prima facie 
showing when essential to assertion and preservation of legal 
rights (Code Civ. Proc. 1922, secs. 482, 483, 484, 486, 487, 489, 
490).—Ibid. 

Defendant in injunction suit could apply, on notice to courts, 
for order vacating order of temporary injunction, if secured with- 
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out notice and of character contemplated in statute (Code Civ. 
Proc. 1922, sec. 489).—Ibid. 

Failure of court granting temporary injunction to require 
undertaking is not jurisdictional defect (Code Civ. Proc. 1922, 
sec. 486).—Ibid. 

Undertaking may be filed after granting of temporary in- 
junction (Code Civ. Proc. 1922, sec. 486).—Ibid. 

In case of mere restraining order protecting rights of party 
pending decision of question, under rule requiring cause to be 
shown as to whether party is entitled to temporary injunction, 
no undertaking may be required (Code Civ. Proc. 1922, secs. 
484, 487).—Ibid. 

Writ of prohibition was not warranted on ground that, be- 
cause of defective averment in complaint for injunction, plaintiff 
was not entitled to relief demanded (Code Civ. Proc. 1922, sec. 
401, subd. 6).—Ibid. 

Plaintiff was not required, as condition precedent to insti- 
tution of action to enjoin defendant from operating track line 
without license, to apply for relief to Railroad Commission (Act 
April 8, 1925 (34 Stat. at Large, p. 2521; Act March 9, 1928 
(35 St. at Large, p. 1238; Act March 4, 1929 (36 St. at Large, 
p. 2471)).—Ibid. 

That defendants, operating express truck in violation of law, 
could be prosecuted and punished, did not preclude injunctive 
relief (Act April 8, 1925 (34 Stat. at Large, p. 262), secs. 14, 
18).—Ibid. 





(District Court, S. D. Florida.) Certificate of public con- 
venience and necessity was legally demandable from interstate 
bus operator as prerequisite of use of highways (Laws Fla. 1929, 
c. 138700; Const. U. S., art. 1, sec. 8, cl. 3, and Amend. 14).— 
Alkazin vs. Wells, 47 Fed. Rep. (2d) 904. 

Payment of non-discriminatory mileage tax was enforceable 
against interstate bus operator as reasonable compensation for 
use of highways (Laws Fla. 1929, c. 13700; Const. U. S., art. 
1, sec. 8, cl. 3, and Amend. 14).—Ibid. 


Uniform regulations reasonably necessary for protection 
of safety and comfort of travelers were enforceable against 
interstate bus operator (Laws Fla. 1929, c. 13700; Const. U. S., 
art. 1, sec. 8, cl. 3, and Amend. 14).—Ibid. 


Interstate bus operator could be required to give bond for 
protection of persons other than passengers sustaining injuries 
due to negligence while using state highways (Laws Fla. 1929, 
c. 13700; Const. U. S., art. 1, sec. 8, cl. 3, and Amend. 14).—Ibid. 

Interstate bus operator held not entitled to injunction 
enabling him to avoid compliance with valid statutory provisions 
constitutionally enforceable against him (Laws Fla. 1929, ec. 
13700; Const. U. S., art. 1, sec. 8, cl. 3, and Amend. 14).—Ibid. 


Laws Fla. 1929, c. 18700, providing for supervision and regu- 
lation of those controlling, operating, or managing motor ve- 
hicles used in transporting persons or property for compensatiou 
over public highways, had been construed by State Railroad 
Commission as applicable to carriers engaged exclusively in 
interstate commerce only in specific particulars, so as to require 
such carriers to apply for and obtain certificate of public con- 
venience and necessity, pay prescribed mileage tax, and obey 
all statutory or authorized administrative police regulations to 
govern movement of vehicles over highways.—Ibid. 





Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reperter System, 


published by West Publishing Ce., St. Paul, Mina. Copyright, 
1931, by West Publishing Ee.) ties 





(Circuit Court of Appeals, Second Circuit.) Carrier having 
breached warranty in bill of lading that goods were shipped held 
precluded from invoking valuation clauses limiting liability. 


Shipowner’s bill of lading coming into hands of indorsee 
recited that goods had been shipped in apparent good order and 
condition. Goods had in fact never been delivered on board 
ship. Bill of lading further contained valuation clauses in effect 
favorable to carrier and limiting liability in case of loss or dam- 
age.—Olivier Straw Goods Corporation vs. Osaka Shosen Kaisha, 
47 Fed. Rep. (2d) 878. 

Valuation clauses in bill of lading limiting carrier’s liability 
for loss or damage are inapplicable, where cargo was never in 
fact taken aboard.—lIbid. 

Where valuation clauses in bill of lading were inapplicable, 
measure of damages for failure to deliver cargo was value of 
goods at port of destination.—Ibid. 
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(Circuit Court of Appeals, Second Circuit.) Shifting 4 
breakage of cargo alone does not necessarily give rise t, - 
ference of negligent stowage.—aAtlantic Sugar Refineries - 
Royal Mail Steam Packet Co., 47 Fed. Rep. (2d) 880. ™ 

Placing casks of cocoanut oil and barrels of molasses aboy 
sugar and with coffee in the same compartment “ *tween-decks " 
without installing temporary bulkheads, held negligent stowage 

Testimony showed that coffee, cocoanut oil, and Molasses 
were placed in same compartment “’tween-decks,” ang that 
such compartment was not stowed full, but only partially ocey. 
pied. It was further shown that such leaky cargo was stowed 
above cargo of sugar in lower hold.—Ibid. 

Damage from oil and molasses leaking out of container 
when cargo shifted, and broke during storm, was prima facie 
within exceptions of bill of lading, relieving carrier from }j,. 
bility, in absence of negligent stowage.—Ibid. 

Carrier, if negligent stowage is established, cannot take 
advantage of exceptions to liability in bill of lading—tpiq, 

Libelant suing for cargo damage, where damage was prima 
facie within exception to liability in bill of lading, had burden 
to establish negligent stowage.—lIbid. 

Shifting and smashing of cargo of molasses and cocoanyi 
oil stowed “ ’tween-decks,” held not result of “peril of the seq’ 
within exceptions to liability in bill of lading in view of neg. 
ligent stowage. . 

Bill of lading contained clause providing that shipowner 
would not be responsible for loss or damage from perils of the 
seas, sea water, “leakage, breakage (however caused,” or 
“contact with * * * other goods.”—Ibid. 

Damage to cargo of sugar from sea water going down hatch 
coamings when steam pipe casings were torn away by storm 
held caused by “perils of the seas” within exceptions to liability 
in bill of lading.—Ibid. 

Clause in bill of lading, precluding claim for cargo damage 
unless notice be given shipowner before removal of goods, was 
inapplicable where cargo was never delivered.—Ibid. 

Notice of claim for cargo damage to shipping agents of ship- 
owner, who were also forwarding agents for consignee, held 
sufficient notice of claim for damage within bill of lading. 

Shipping agents of shipowner, on arrival of cargo, notified 
consignee that cargo was damaged, and asked for instructions. 
Apparently no instructions were received, but the shipping 
agents made out railroad bill of lading for further shipment, and 
cargo went forward accordingly. Custom was shown to exist 
that shipping agents acted for shippers in receiving and for 
warding merchandise.—Ibid. 


































(Circuit Court of Appeals, Second Circuit.) Cargo owners 
entitled to maritime lien for general average were entitled to 
share in fund recovered by owner of ship for collision damages. 
—The Andree, 47 Fed. Rep. (2d) 874. , 

Cargo owners had general average lien for sacrifices o! 
cargo by reason of fire.—Ibid. 

General average lien is a jus in re, a property interest 10 
property affected, adhering to it wherever it may go.—Ibid. 

Contract of affreightment providing for contribution to get: 
eral average at termination of adventure, did not prevent carg0 
owner entitled to general average lien, from sharing in recovery 
for collision damages. 

Although contract of affreightment requiring contribution to 
general average at termination of adventure defeated right of 
cargo owner against ship becoming total loss, the ship was not 
lost in view of collision damages awarded, and sum paid #& 
recovery was res to which lien arising by reason of sacrifice by 
cargo owner attached.—Ibid. 





(Supreme Court of Washington.) Certificate permitting 
steamboat service between stated points, contemplating calls 3 
intermediate points, empowered carrier to carry through trafic 
—State vs. Department of Public Works, 297 Pac. Rep. 795. i 

Operators of steamboat service partly over same route held 
“competing” operators for through traffic within public servi 
law, though one made intermediate calls (Rem. Comp. Stat. 
sec. 10422; Laws 1927, p. 382, sec. 1).—Ibid. dine 

Competing steamboat operators for through traffic, hol ea 
certificates, were subject to department’s continuing control T* 
specting competition (Rem. Comp. Stat., secs. 10422, 104v; 
Laws 1927, p. 382, sec. 1).—Ibid. . - 

On petition of certificate-holder for permission to on 
steamboat service and protest of competing carrier, argo 
could determine controversy as if protest were complaint (*e 


Comp. Stat., secs. 10422, 19432; Laws 1927, p. 382, sec. rT" 
While protest of competing carrier in this case was doins 
terms a complaint against petitioner as to what it was : 


s 
or as to any existing condition, that protest nevertheless, “" 
in effect, complaint against what such carrier was — - 
partment to ‘permit it to do, and which protesting calt wcten 
serted would invade its certificate rights.—Ibid. 
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RAIL CONSTRUCTION CASE 


The Supreme Court of the United States, in No. 896, Western 
pacific California Railroad Co., petitioner, vs. Southern Pacific 
co. has granted a petition for a writ of certiorari to the United 
states Circuit Court of Appeals for the ninth circuit, thus 
pringing the decision of the lower court before the highest 
ribunal for review. 

The petitioner began the action in the district court of 
the United States for the southern division of the northern dis- 
trict of California, as a “party in interest” under the provisions 
of paragraph 20 of section 1 of the interstate commerce act, to 
enjoin construction by the Southern Pacific of an extension of 
its ine of railroad in San Mateo county, California, without hav- 
ing first obtained a certificate authorizing such construction 
from the Commission. In the district court, according to peti- 
tioner, issue was joined on the question whether the proposed 
construction would constitute an extension within the meaning 
of that term used in paragraph 18 of section 1 of the act, and 
on the question whether petitioner was a “party in interest” 
within the meaning of that term as used in paragraph 20 of 
section 1, and so entitled to institute this injunction proceeding. 
The district court found in favor of petitioner and an injunction 
was issued, the court holding that the Southern Pacific had 
to go to the Commission. The Circuit Court of Appeals re- 
versed the decree of the district court solely on the ground 
that the petitioner was not a “party in interest” within the 
meaning of that term as used in paragraph 20 of section 1. It 
declined to decide the question as to whether the line was a 
spur or industrial track within the exclusive jurisdiction of 
the state commission or whether it was an extension requiring 
approval of the federal commission. 


INTERNATIONAL RATE CASE 


In an opinion by Justice Butler in No. 520, Lewis-Simas- 

Jones Co. vs. Southern Pacific Co., the Supreme Court of the 
United States, May 25, reversed the District Court of Appeal, 
first appellate district, state of California, holding that the case 
was controlled by News Syndicate Co. vs. N. Y. C., 275 U. S. 179 
(48S. Ct. Rep 39), and that the Commission had jurisdiction to 
determine the reasonableness of the international joint through 
rate involved. 
Petitioner sued to recover damages on an award of repara- 
tion in 102 I. C. C. 245, on account of an unreasonable rate on 
cow peas shipped from Navojoa, Mexico, to San Francisco, Calit., 
via Nogales. The lower courts dismissed the case on the ground 
that the Commission’s findings and order were void for lack 
of jurisdiction. 

Justice Butler said the District Court of Appeal differentiated 
the instant case from the new syndicate case on the ground that 
it there appeared that the carrier violated the act by failing to 
maintain a rate to cover the transportation from the inter- 
iational boundary to destination, thereby compelling the shipper 
‘0 pay the excessive joint through rate and that, for the deter- 
mination of damages, it was necessary for the Commission to 
determine the reasonableness of such rate. The justice said 
that the lower court added that in the instant case the defendant 
bublished and maintained a rate on shipments from the boundary 
to destination which was not found unreasonable by the Com- 
mission and plaintiff was not compelled to pay the joint rate 
by reason of any violation of the act on the part of defendant. 
_ Justice Butler said the trial court’s findings were no suffi- 
cent to show that at the time the shipments in question moved 
defendant maintained a just and reasonable rate applicable to 
the transportation of such shipments over its lines from the 
‘ternational boundary to destination. He said the court erred 
distinguishing this case from the New Syndicate case. 


FOURTH SECTION AND THROUGH RATES 


In No. 563, Great Northern Railway Co. vs. Delmar Co., in 
Sennen by Justice Roberts, the Supreme Court of the United 
; tes, May 25, reversed the United States Circuit Court of 
“ppeals for the eighth circuit. 
th — Commission, in 120 I. C. C. 530, awarded reparation to 

ec elmar Co. against the Great Northern, for charges made on 
= which originated in Minnesota and the Dakotas, was billed 

“innheapolis and reconsigned to Superior, Wis., all over the 
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Great Northern. Judgment on the reparation award was ob- 
tained in the lower courts. 

Justice Roberts said the shorter route from the origin 
points to Superior was via Willmar, and that the longer, which 
the cars in question traveled, via Minneapolis, involved passage 
through congested rail terminals in that city, with incidental 
traffic difficulties and delays not encountered on the more direct 
route. 

The carrier collected its local rates to Minneapolis, plus a 
proportional rate of 6.5 cents beyond. The combinations of rates 
so exacted, said the justice, were higher than the through rates 
specified in the tariffs for the transportation of grain from the 
origin points to Superior. The Commission, continued he, sus- 
tained the contention of the Delmar company that the quoted 
through rates to Superior applied to shipments via Minneapolis, 
since the tariff did not expressly restrict their application to the 
shorter and more direct route via Willmar. This finding, said 
he, was the basis of the award of reparation. 

The carrier, according to the justice, maintained that in the 
circumstances here presented, the tariff might not be so con- 
strued as to render the specified through rate applicable to ship- 
ments by way of Minneapolis, that this would be contrary to 
established custom and would occasion violation of the long-and- 
short-haul clause of the interstate commerce act. 

The justice said the Commission had repeatedly held that 
where two or more routes were “open,” which meant that in 
the judgment of the Commission none of them was unreasonably 
circuitous, the shipper had the option as to route, at the quoted 
rate, in the absence of a contrary statement in the tariff. He 
said violations of the long-and-short-haul clause would result if 
the shipments moved via Minneapolis at the through rates be- 
cause of higher rates to intermediate points. The Commission, 
said he, decided that while the facts recited would render the 
railway liable for the penalties prescribed by the act, the tariff 
rate must be applied. 

“The railway can transport the shipments over the shorter 
and customary route without violating section 4; but if the tariff 
is construed to require it to take them over the longer route it 
must violate that section and incur the resulting penalties,” 
said Justice Roberts. “In this situation we think the tariff 
should be construed as applying only to the shorter route, and 
not as giving the shipper the option between the two routes at 
the through rate. This conclusion is in accord with the principle 
that where two constructions of a written contract are possible, 
preference will be given to that which does not result in viola- 
tion of law.” 

The judgment of the lower court was reversed and the cause 
remanded for further proceedings in conformity with the 
decision. 


MOTOR LAW UNCONSTITUTIONAL 


A law of the state of Florida providing for the regulation o: 
auto transportation companies was held invalid as applied to 
appellant, in a decision by Chief Justice Hughes of the Supreme 
Court of the United States, May 25, in No. 449, E. S. Smith, 
appellant, vs. W. B. Cahoon, sheriff of Duval county, Fila., 
reversing the Supreme Court of Florida. 

Appellant, said the Chief Justice, a private carrier for hire, 
was arrested on a warrant charging him with operating a motor 
vehicle without obtaining a certificate as required by the law. 
The Chief Justice reviewed the provisions of the law, applying 
to both common and private carriers and exempting some pri- 
vate carriers from certain requirements. He said such a scheme 
of regulation of the business of a private carrier such as that of 
appellant was manifestly beyond the power of the state. He 
said it was idle to say that one could take a statute of this sort, 
establishing requirements binding on private and common car- 
riers alike, and divide its terms so as to make a valid scheme 
applicable to private carriers. 


C. N. S. & M. SECURITIES 


Hearing in the government’s case, instituted at the request 
of the Commission, against the Chicago, North Shore and Mil- 
waukee (see Traffic World, Oct. 11, p. 874) was begun before 
Federal Judge Woodward, in the United States District Court 
at Chicago, May 25. The government is seeking an injunction 
against the carrier, an electric line with its principal terminals 
at Chicago and Milwaukee, to prevent it from issuing securities 
without first obtaining approval from the Commission. In the 
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past, no such authority has been obtained by the electric line; 
it has taken the position that it is not subject to the securities 
provisions of section 20a of the interstate commerce act. 

The case is being handled for the government by Elmer B. 
Collins, special assistant to the Attorney General, Washington, 
D. C., Marshall Orr and Z. W. Scott, attorneys for the Commis- 
sion. Ralph D. Bradley and Robert E. Quirk are serving as 
counsel for the North Shore. 

Government witnesses placed on the stand to establish, on 
the contention of the prosecution, that the carrier is subject 
to the provisions of the act, requiring authority from the Com- 
mission for issuance of securities, were as follows: R. A. Porter- 
field, valuation engineer for the Commission; P. F. Marsh, 
special agent for the Commission; Charles M. Young, of the 
Commission’s tariff bureau, and Henry Beyers, vice-president, 
traffic, Chicago and North Western. 

Mr. Porterfield introduced testimony as to the physical char- 
acteristics of the line, including roadbed and equipment; the 
mileage over city streets, roadbed construction, etc. The pur- 
port of that was, briefly, that the roadbed was similar to that of 
steam roads engaged in interstate transportation generally; that 
it was a standard freight line and that, if there was a difference 
between the defendant and other railroads subject to the secur- 
ities provisions of the act, it was only a difference in the kind of 
power employed. 

Mr. Young outlined the tariff publishing scheme of the 
electric line, showing that it had issued or was a party to nearly 
1,000 individual tariffs; that its rates were published by five or 
six agents, as well as through powers of attorney given to other 
steam roads, etc., constituting a net work of rates extending 
over almost the entire country. Also, he said, the line holds 
itself out to sell passenger tickets in the same general way as 
the steam railroads, to and from points all over this country, 
Canada, and Mexico. 

An analysis of various revenue accounts of the line and 
other matters was presented by Mr. Marsh. He showed that 
approximately 75 per cent of the line’s operating revenues were 
received from passenger traffic and the remaining 25 per cent 
from its freight service. On a tonnage basis, 85 per cent of the 
freight handled by the road in 1930 was interline traffic, he 
showed, approximate figures on total cars handled being as 
follows: Interchanged with other lines, 23,000; local, 3,000; 
handled in switching service, 500. In a single month of 1930, 
he said, cars belonging to 68 steam railroads and 35 private car 
companies were on the line of the North Shore, according to 
his testimony, making a total 99 different car ownerships repre- 
sented by the traffic of that period. 

That the North Shore and the North Western are in active 
competition on every class of freight and passenger traffic be- 
tween Chicago and Milwaukee, and intervening points, was 
asserted by Mr. Beyers, when he was placed on the stand. A 
general picture of the nature of that competition was presented. 

Nearly two and a half days were required for the govern- 
ment’s direct case, the North Shore testimony following that, 
beginning the afternoon of May 27. 

Albert Richey, of Worcester, Mass., who was qualified as 
an expert on electric railroads, having grown up in the business, 
was the first witness for the defense. He outlined the develop- 
ment of the street car and its evolution into the interurban 
earrier. That was essentially to provide a background for the 
testimony of other witnesses following. 

A minute description of the physical character of the 
electric line, somewhat paralleling that presented by Mr. Porter- 
field for the government, was presented by Bernard J. Fallon, 
vice-president of the North Shore. He emphasized that the two 
terminals of the road, at Chicago and Milwaukee, were ex- 
clusively for passenger service. That situation, it was held, 
conclusively differentiated the line from the standard steam 
road... It was pointed out that, from the north limits of Chicago, 
Howard Avenue, south to 63rd Street, the line operates over the 
track of the Chicago elevated system—a distance of 22 miles. 
The construction features, as well as other considerations, made 
it impossible for the line to operate carload freight service over 
that track. Similarly, at Milwaukee, the carload freight service 
did not extend over the track north of Highland Park and south 
of Harrison Street. There are 220 other electric lines in the 
country situated similarly to the North Shore, it was asserted, 
about which the Commission has done nothing—having made no 
effort to bring them under the securities provisions. 

It was though the testimony would not be completed before 
some time next week. 


GALVESTON TERMINAL ORDER 


The Commission, by division 6, in Service. Order No. 51, 
has authorized the Burlington-Rock Island Railroad Company 
to use the terminal facilities of the Galveston Terminal Railway 
Company at Galveston, Tex., on terms agreed upon between 
them until the Commission makes a further order in Finance 
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No. 8825. In that case the Burlington-Rock Island hag applied 
for a certificate authorizing it to acquire and operate an exten. 
sion of its line under a trackage contract with the Galveston 
Terminal Railway Company. 

Authority to use the Galveston Terminal’s facilities extends 
from May 25 to the time when the Commission disposes 
Finance No. 8825. 

The emergency covered by this service order was created 
by the discovery that the Burlington-Rock Island had not ob- 
tained authority to use the Galveston Terminal’s facilities unger 
the certificate issued to it in Finance No. 8444, under which it 
obtained the right to operate under trackage rights and to build 
additional tracks with a view to getting into Galveston. The 
service order enables it to operate under the agreement it has 
made with the terminal company until the Commission disposes 
of the application for permission that it thought it had obtained 
in the finance case already disposed of. The order, in terms 
directs the terminal company to permit the operation desired 
upon the terms they have agreed upon or upon which they may 
agree, or, in the event of disagreement, upon the terms the 
Commission may, after subsequent hearing, find to be just anq 
reasonable. 


OIL AND RAIL MEN CONFER 


Railroad and oil refining executives have begun conferences 
with a view to avoiding clashes between the railroads and the 
oil industry pipe lines. A suggestion toward having the two 
classes of executives confer before and not after the fighting 
was made by Elisha Lee in an address to petroleum men at 
Cleveland recently. The first conference was held in New York 
on May 22. Concerning it R. H. Aishton, president of the Amer- 
ican Railway Association, in a statement, said: 


A luncheon meeting was held today at the Biltmore Hotel attended 
by representatives of the American Petroleum Institute and the 
Association of Railway Executives for the purpose of considering 
problems of mutual interest to both industries. ? 

The railroads called attention to the serious effects on their traffic 
and revenues resulting from competition of new and _ unregulated 
agencies of transportation, and the meeting today gave consideration 
to that and other phases of the transportation situation. This friendly 
conference was in line with the announced policy of the rail carriers 
to confer jointly with the various shipping and other interests in- 
volved in an effort to meet on some common ground mutually satis- 
factory to shipping and other interests with respect to the future of 
transportation in its various forms, and for the purpose of reaching 
a clearer understanding of just what the problems for consideration 
were, so far as they affect the oil interests and the railways. No 
definite conclusions were reached at the meeting. Further conferences 
will be held by the two interests in an endeavor to reach a common 
ground mutually satisfactory to al! interests. 

The meeting was attended by P. E. Crowley, president, New York 
Central; Elisha Lee, vice-president, Pennsylvania; Daniel Willard, 
president B. & O.; Hale Holden, chairman, Southern Pacific; J. J 
Pelley, president, New Haven; E. G. Buckland, chairman, New Haven 
Ek. N. Brown, chairman of the Frisco; S. T. Bledsoe, chairman of the 
Santa Fe; E. M. Durham, executive vice-president, Missouri Pacific 
R. H. Aishton, chairman, and Alfred P. Thom, general counsel, Ass0- 
ciation of Railway Executives. The American Petroleum Institute 
was represented by W. C. Teagle, president, Standard Oil of New 
Jersey; J. Howard Pew, president, Sun Oil Company; R. C. Holmes, 
president, Texas Company; Herbert L. Pratt, chairman, Standard 
Oil Company of New York; W. T. Wallace, vice-president, Gulf Oil 
Company; E. G. Bullock, vice-president, Standard Oi] of Indiana; 
Cc. B. Ames, vice-president, Texas Company, and W. R. Boyd, Jr. 
executive vice-president, American Petroleum Institute. 








DANGEROUS ARTICLES RULES 


The Commission, by W. P. Bartel, director of its bureau of 
service, in No. 3666, regulations for the transportation of er 
plosives and other dangerous articles, has sent out a proposal 
to handle listed petitions for changes in the rules and regulé 
tions under what Director Bartel says may be termed a modified 
procedure. This modified procedure is suggested by the fact 
that at a conference of the interested parties at the railroad 
bureau of explosives in New York, on May 4, there was sub- 
stantial agreement among them, as to the changes that should 
be made. 

Therefore, the proposal is that unless objections are filed 
within 20 days from May 22 to any of the proposed items the 
Commission will consider the issuance of an order making the 
proposed amendments effective, and may temporarily suspend 
action on the items to which objections may be made, pendine 
the next periodical hearing on the general subject of these 
rules and regulations. Except by the use of this suggested 
modified procedure the petitions for changes would be 
sidered at the next periodical hearing. 

Thirty-one items, each calling for one or more changes 
the rules and regulations, are shown in the list which has beet 
sent to the parties known to be interested in the matter 
Some of the changes were proposed by the railroad bureal . 
explosives, some by powder makers, some by an association 
chemical manufacturers, some by chemical manufacturile 
companies, some by a compressed gas manufacturers’ associé 
tion, and a container committee. 


iD 












































) 

























on 
exe 
wh 
bor 


the 














ay 30, 1931 








way 30, 998 —__ The Traffic World PAGE 1817 


MOVE FOR MORE REVENUE 


The Trafic World Washington Bureau 


4s a result of an informal discussion between Daniel Wil- 
vl, president of the Baltimore & Ohio, and Commissioners 
yeyer, Aitchison, Lewis and Porter, May 23, the Commission, 
May 26, decided that it would not institute a general investiga- 
ion into the railroad situation, at this time, on its own motion. 
it announced its determination to that effect after holding a 
special conference on the subject. The announcement follows: 


rstate Commerce Commission today in_response to pro- 
Bn praeee a informally presented to it by Daniel Willard in 
whalf of eastern railroad executives, informed him that the com- 
mission will not at this time institute a general investigation into 
the general railroad situation on its own motion. 


The notice that the Commission would not institute an 
investigation on its own motion was issued the evening before 
the railroad executives were to hold another conference in 
yew York with a view to agreeing on a method for obtaining 
nore revenue. The decision that some steps in that direction 
should be taken was reached in the conference at Chicago on 
= the conference between Mr. Willard and the four com- 
missioners mentioned, Mr. Willard reported what things the 
executives had done in their conferences. His report was clear 
on the point that the executives could not, at this time, present 
a plan because they could not agree among themselves how 
0 approach the matter. It was also made clear that there 
were some executives who were of the opinion that an increase 
in rates would not give them the additional revenue. Inability 
of the executives to come to a conclusion as to how they should 
proceed Was one reason for Mr. Willard’s calling on the com- 
missioners for a talk on what procedure should be followed. 
it was Mr. Willard’s personal view that the Commission, on 
is own motion, should institute a general investigation into 
the general railroad situation created by the insufficiency of 
revenue to assure stability, service and credit. 

Determination by the Commission that it would not proceed 
on its own motion, at this time, it was felt, would show the 
executives that it expected them to make suggestions as to 
what might be done instead of depending on the regulating 
body to start a general case without a definite notion as to 
what the railroads thought should or could be done to bring 
them relief. 

It was pointed out that, among the suggestions that had 
been made, was one that the Commission “restore rates.” No 
me, however, had indicated what rates might be restored. On 
what might be called the Commission side of the subject it 
was suggested that no restoration could be made of any rates 
ty any process other than reversal by the Commission of the 
decisions it had made in the eastern and western class rate 
cases and in the western grain case, using them as typical. 
Further, it was suggested that reversal could be had only after 
the carriers had renewed their applications for reconsideration 
of the cases covering rates that might be restored by reversal, 
all applications for reconsideration, broadly speaking, having 
teen denied. 


Up to the time the Commission said it could not follow the 
Willard suggestion, the definite impression was that the rail- 
lads would present concrete proposals. That impression was 
‘treated by the fact that, after the Chicago conference of execu- 
lives, it Was announced that railroad traffic men had been in- 
structed to go over the subject with a view to deciding what 
oW points in rates the railroads should suggest to the Com- 
mlssion for raising by restoring rates that had been reduced. 

Restoration of rates was never taken by Commission men 
‘0 Mean the restoration of rates to the level where they were 
pit as a result of the 1920 general rate case. That general 
‘vel was reduced in 1922. Since that year there have been 
many revisions of a general character, in many of which the 
Commission avowed its purpose to maintain the revenues of 
he carriers and merely remove incongruities. 


The controlling reason for the Commission’s decision against 
ie Suggestion that it institute an investigation on its own 
notion was that such an investigation would place in issue every 
‘te in the country. Putting every rate in issue, it was pointed 
cut by those who had considered the matter, would require 
sg shipper to hire counsel, either by himself or in association 
me others, to defend his rate without knowing definitely that 
ile railroads would even think of raising it. 
. Consideration for the interests of the shipper caused the 
mmission to act so as to compel the railroad executives, if 
ne fear to pursue the matter, to select the rates, which, in 
erat opinion, might be raised. Another fact taken into consid- 
pare and used against the Willard suggestion was that the 
cat ives active in this matter were chiefly, if not altogether, 
ml executives. The Commission, it is said, felt that it 


should not think of such a general investigation in the absence 
of information as to what position other than a majority of 
eastern executives might take. 

When the commissioners adjourned the conference in which 
they said they could not follow the Willard suggestion, they 
were of the opinion that the executives would proceed to name 
commodities on which they thought increased rates would tend 
to increase railroad revenue. Their thought was that the 
executives would go forward in that way without delay. How- 
ever, their thought was that it would be a week or more before 
the executives would be ready with any further proposals suffi- 
ciently definite to warrant the Commission to take any sort of 
action. The thought that it would take at least a week for the 
formulation of something definite was held notwithstanding the 
fact that the executives were scheduled to hold another confer- 
ence the day following the Commission’s decision against the 
Willard suggestion. 

If the executives do present something definite, as they are 
expected to do, some sort of a proceeding will be initiated. The 
railroads could make their suggestion in the form of tariffs with 
or without suggestion that they be suspended so as to have an 
inquiry on the precise issues. Or they could suggest specific 
commodities for a revision of rates upward in such a way as to 
constrain the Commission to institute an investigation, limited 
by the scope of the suggestions or proposals. The only door 
that has been closed is the one to which Mr. Willard pointed 
when he suggested that the Commission initiate a general in- 
vestigation. That was his idea as to how the Commission should 
proceed. The Commission’s thought is that the executives should 
proceed by bringing forward something to which the shippers 
can take exceptions and present testimony about as in a formal 
docket case. The decision against the Willard idea makes it 
necessary for the executives, if they still think they should do 
something, to make a move that will create what is commonly 
called a case, the primary purpose of which would be to obtain 
more revenue. 

The general idea of the railroad executives, as understood 
at that Commission, is that they must have more revenue and 
that increases in rates on commodities that can stand higher 
charges is the way to attain the greater revenue. Broadly speak- 
ing, the executives have taken the position, publicly and pri- 
vately, that they have done all they could to conserve their 
revenues by economies and that, therefore, they must make a 
move to obtain more money. The commissioners are fairly 
familiar with the discussions among the executives because Mr. 
Willard, even before he called, on May 23, on Commissioner 
Meyer, acting as chairman in the absence of Commissioner 
Brainerd, and three of his colleagues, had informed Mr. Meyer 
about the prior conference of the executives at Chicago on 
May 8. 

What the outcome of the move will be, at this time, is just 
as uncertain as any other proceeding before the Commission, 
even after all the pertinent facts have been submitted in the 
matter. Views have been expressed by the Commission and 
by commissioners which may help anyone in making an esti- 
mate in advance of the submission of facts as to the outcome. 
Notable instances are to be found in the Commission’s letter 
to Senator Couzens, chairman of the interstate commerce com- 
mittee, about the proposed repeal or modification of section 15a, 
dated January 11 last; Commissioner Eastman’s address to the 
New York Traffic Club on May 20 and the separate concurring 
expression of Commissioner Lewis in I. and S. No. 3539, cast 
iron pipe and fittings from the Birmingham, Ala., group and 
Chattanooga, Tenn., to Virginia, south Atlantic and Gulf ports 
for coastwise movement to north Atlantic ports. 

How much weight such views will have with the Commis- 
sion and individual commissioners when they have heard the 
facts the executives may be expected to gather and present to 
the Commission is a matter on which the power of guessing 
may be exercised without limit. 

Whether President Hoover has any thoughts on the subject or 
will be willing to express them is also a matter for speculation. 
As Secretary of Commerce he was an economic witness before 
the Commission in the reduced rate case of 1922. At no time 
since he has been president has he expressed any views as to 
rates involved in any specific case. Nor has he ever indicated 
that he had any views in such cases. In the matter of the 
consolidation of railroads in the eastern district he sought to 
help the economic situation by announcing the fact that the 
eastern executives had reached such a point in their negotia- 
tions as to warrant the idea that they would soon be able to 
present a plan to the Commission for its consideration. For 
that he has been criticized in some quarters, especially as the 
eastern executives had not moved as rapidly toward that as- 
sumed good end as expected. They have not yet been able to 
present a plan. Many, if not most, shippers seem to hold the 
idea that the President has no business taking any part in a 
rate case because, as they see it, a rate case is in its nature 
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an adversary proceeding with the railroads on one side and the 
shippers on the other in a quasi-judicial proceeding. 

While the executives have taken the position, generally, 
that they have practiced economy to the utmost it is not im- 
possible that they will be challenged on that point, at least to 
the extent of questions by commissioners as to whether they 
have saved all the money possible by eliminating highly com- 
petitive de luxe passenger service, much of which, at times, 
seems to be continued mainly for the preservation of prestige. 
Among the most common examples cited in support of the 
general proposition of de luxe trains in number greater than 
demanded by the amount of business are trains between New 
York and Chicago and between Washington and Chicago. Ex- 
pensive trains depart from the terminals in the cities mentioned, 
going to common points, within a few minutes of each other. 
The suggestion is that about one-half of such trains could be 
taken off the road without really reducing the service demanded 
by the public beyond the necessities of such service. 

Another point that may be brought up will be created by 
the fact that the railroads have been cutting rates on account 
of competition among railroads and among markets. Competi- 
tion of that sort has nothing to do with competition of the other 
forms of transportation, trucks and pipe lines, with the rail- 
roads. 

It was noticed that Commissioner Lewis attended the meeting 
to which Mr. Willard made his report. His attendance attracted 
attention because only the day before the Commission gave out 
a report and order in which it had found not justified the pro- 
posal of southern railroads to reduce rates on pipes and fittings 
from southern foundries to south Atlantic and Gulf ports for 
coastwise transportation to north Atlantic ports where they 
might compete with the product of northern and eastern foun- 
dries. The Commission forbade the reduction in accordance 
with its idea as to the authority granted it under section l5da. 

In a separate expression Commissioner Lewis gave em- 
phasis to the fact that the carriers at the time they were pro- 
posing the reductions were also asserting that increases in 
rates all over the country were necessary to maintain stability, 
service and credit. Then he observed that in the face of such 
a declaration the proposal to make a 50 per cent reduction in 
the rates under consideration “seems incongruous.” 

However, it is not to be inferred from the fact that such 
matters may be brought to the attention of the executives that 
the attitude of the Commission is distinctly hostile toward an in- 
crease in revenue. On the contrary, the fact that commissioners 
have thought about such matters, it is believed, may be taken 
as indicating that they are fully sympathetic and realize that 
the law makes it their duty to keep the railroads in good health. 

How, it is clearly indicated, will be the big question before 
the Commission, as it is believed to have been and still is before 
the executives. 

Long before the chairmen and the presidents began holding 
their meetings, traffic executives, in one way or another, pointed 
out that while, on paper, the decisions in the two class rate 
cases, eastern and western, were counted as foreshadowing 
increases in revenue there was a big question about the out- 
come. In the eastern case the estimates of increased revenue 
ran as high as $60,000,000. But the traffic executives pointed 
out that while the scales prescribed indicated higher rates for 
relatively short hauls they meant definite reductions in long 
haul traffic. 

From that proposition the traffic executives drew the con- 
clusion that the new class scales would have the effect of re- 
ducing rather than increasing the revenue. That would come 
about through the more certain loss of short haul traffic to 
the trucks, thereby creating a loss to be added to what they 
figured would be suffered on the long haul traffic. 

Things have become so uncertain in traffic in the last five 
or six years that few, if any, traffic executives give weight to 
the proposition that lowered rates will increase the volume 
of stuff carried. Lowered passenger fares, as distinguished 
from excursion or mass transportation fares between definite 
termini on specified days, have not been shown to have resulted 
in more revenue. 

The Commission has also made Hoch-Smith decisions on 
petroleum and its products and on cotton, which have resulted 
in the prescription of maximum rates higher in many instances, 
than the existing rates. But the higher rates on petroleum and 
its products have been viewed as of no more real benefit than 
mirages. The competition by pipe lines, tank trucks and tank 
steamers has been such that ever since the discoverey of the 
east Texas oil field the railroads and the pipe lines have been 
in competition to see, apparently, how much they may cut the 
rates, one of the pipe lines having proposed a reduction of about 
20 per cent throughout its territory. It asked for short time 
permission to make the cut. That, however, was denied because 


the pipe line company had failed to comply with the Commis- 
sion’s rules without consideration of the matter on its merits. 
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So far as could be learned, the talk when Mr Willars 
called at the acting chairman’s office, went only to qa listin yes 
the things about which the executives had talked in thejr ~ “ 
ings so as to give the commissioners a general idea of a 
things the executives might bring to the attention of the C “ 
mission and how they thought they might be handled; in on 
words, how the executives might proceed to get the wh " 
subject before the Commission in the form in which intone 
could be rendered in the shortest possible time under the “ 
cedure of hearing and argument required by the tuterstate 
commerce act. It is believed, however, that the commissioner; 
made free to point out to Mr. Willard some of the matters that 
had come under their eyes, as, for instance, the duplication jp 
passenger service and the willingness of the carriers to break 
down rate adjustments such as the pipe adjustment which th 
Commission had maintained in answer to the representations 
by trunk line and New England carriers and northern and 
eastern pipe founders. 

In the speech he made to the New York Traffic Club (see 
Traffic World, May 23) Mr. Eastman said, in connection with 
the suggestion that rates be generally increased, that the bur- 
den was on the railroad managements to decide before coming 
to the Commission whether such a move would be wise ani 
result in actual gain, “especially at a time when all industries 
are suffering and when no other is contemplating, so far as | 
am aware, an increase in prices.” He hastened to add that he 
be not understood as intending his comment to imply that such 
a move was unwise. 

What might be taken as a view hostile to an increase jy 
rates was expressed in the Commission’s letter of January 1) 
to Senator Couzens, written by Commissioner Eastman as chair. 
man of the Commission’s legislative committee, before mep- 
tioned. In a review of what the Commission had done pur 
suant of the authority given in section 15a to initiate, modify 
and adjust rates, the letter called attention to the fact tha: 
in 1922 the Commission made a 10 per cent reduction because 
of its opinion “that general reductions in the rate level (estab. 
lished in 1920), as substantial as the condition of the carriers 
will permit, will tend not only to lessen the transportation 
burden but also to equalize and stabilize the conditions under 
which commerce and industry are carried on, with consequent 
fuller assurance to the carriers of realizing the fair return con 
templated by the law.” 

“In general,” said the letter, “the results which followed 
(that cut in rates) justified, we believe, the conclusions then 
reached.” 

In the ensuing years, up to the beginning of the financial 
depression in the fall of 1929, the letter continued, the earnings 
and credit of the railroads steadily improved, so much so that 
considerable financing was done through new issues of stock 
Yet, according to the letter, the rate of return did not rise to 
the level contemplated by the statute. The continued improve- 
ment in railroad earnings and credit was sufficiently reassuring 
so that the Commission said it did not feel warranted in initi 
ating or approving any further horizontal increases in rates 
The Commission said that while disturbances in the stock mar 
ket were anticipated by many, there was no such anticipation 
of any serious and prolonged business depression. Continuing, 
the Commission’s letter said: 


Such a depression, however, fell upon the country in 1929, con- 
tinued throughout 1930, and still exists. The effect of this disturd- 
ance, which is world-wide in scope, upon railroad traffic and eart- 
ings has been profound, with the result that aggregate net railwa) 
operating income is far below the level contemplated by section 10a. 
In such circumstances it would seem to follow, under the formus 
of that section, that immediate steps should be taken to bring about # 
substantial increase in rates. Yet no such steps have been taken 
The result would probably be to expose industrial conditions ' 
another severe shock and retard recovery, leaving the railroads ni 
better, and perhaps worse, off than they were before. Apparent 
this is the view of the carriers, for they have not undertaken 
initiate increases in rates nor have they asked us to exercise 0 
authority in this direction. 


Bankers, particularly savings bankers, have shown the Cot 
mission, in various ways, their great interest in the condition 
of the railroads. In some states they are permitted to invest 
their funds in the bonds of railroads, which, over a number ¢ 
years, have made earnings in a definite ratio to their funde! 
debts. As earnings go down the bankers are required to elim: 
inate bonds not on the list of eligible securities. an 

At the meeting of the National Association of Mutual Sa’ 
ings Banks held in Washington the day before Mr. Willaré 
made his call at. the Commission, that association adopted ¢ 
resolution saying “that this association looks with favor = 
all endeavors which may be made by the railroad compatl® 
to restore their earnings to a normal basis.” _ 

Senator Shipstead, of Minnesota, in a letter to mag vag 
Brainerd, of the Commission, opposed favorable action S te 
plea of the railroads for increases in revenue. He the 
assumed the holders of railroad securities still believed tha om: 
prosperity “that we are told is ‘just around the corner is ¢ 
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.o therefore, I suggest that your commission request them to 
“ patient and, in the meantime, take their losses with the rest 
of us.” He said he yielded to no one in a desire to maintain 
the “integrity” of railroad securities but that, at the same time, 
he could not believe that the integrity of railroad securities “is 
more sacred than the securities of industry and agriculture.” 
He said a general increase in railroad rates at any time was 
an attack on the income of commerce and agriculture and that 
many thoughtful people believed that the present depression 
was due to some extent to a ten-year attack on the money 
income of the factors of production and distribution through the 
operations of the Esch-Cummins law, “resulting in the present 
high rates for the benefit of railroad securities.” 





New York, N. Y.—The committee of eastern railroad presi- 
dents, appointed to formulate a petition for an increase in 
freight rates, met May 27 and referred the matter to the legal, 
trafic and accounting sub-committees. 

This action followed the announcement of the Commission 
that, if proceedings for rate changes are to be started, the Com- 
mission will not take the initiative. 

The presidents’ committee adopted unanimously the follow- 


ing resolution: 


Resolved, That the question of what increase in freight rates is 
necessary to meet the present emergency be referred to the traffic, 
legal, and accounting committees to determine what such increase 
should be and to prepare proper apPlication to cover, the report to 
be submitted for approval of this committee at a meeting to be held 
at 2p. m. Friday, June 5 


DRY GOODS TRAFFIC MANAGERS 


The Trafic World Washington Bureau 


Traffic managers of members of the National Dry Goods 
Association, assembled in group meetings held while the asso- 
ciation was holding its annual meeting in Washington, May 
95-28, listened to addresses on traffic and distribution problems, 
under the chairmanship of E. F. Cosgriff, traffic manager of the 
W. T. Grant Co., New York, in accordance with a program call- 
ing for addresses on the first three days of the meeting. The 
program for the fourth day called for visits by members of the 
group to the receiving room of Woodward & Lothrop and the 
hearing room of the Commission. The latter was planned so 
that members might “listen in’ on the conduct of a case before 
the regulating body. 

“Effective control of receiving and marking expense through 
budget and unit costs,” was the topic assigned to E. Leonard, 
trafic manager of Hutzler Brothers Co., Baltimore, Md. Mr. 
Leonard observed that the title of his address sounded awe 
inspiring. Boiled down, however, he said it simply meant “plan- 
ning ahead,” so that the man responsible for the receipt and 
marking of goods could exercise control over his expenses, not 
by any hit-or-miss system of guesswork but in a well regulated 
manner. His suggestions covered a check on the number of 
employes, the cost of price tags, the cost of supplies used in the 
department, unclassified expenses covering such an item as 
damage to merchandise in the receiving department, and travel- 
ing expenses. The chief aim in his company, he said, in both 
budget and unit marking cost, was to provide for close budget- 
Ing and tight supervision. He said that if the department 
accomplished that it saved money and kept down costs in the 
department. 

Examiner Howard Hosmer, who had charge under Com- 
missioner Eastman of the eastern class rate revision case, with 
the consent of the Commission, addressed the traffic managers 
with regard to that case, pointing out that what he was saying 
consisted wholly of his own views and strictly on his own 
responsibility, and on his own time. It was not the official 
business of the Commission’s examiners to make speeches on 
subjects connected with the Commission’s work, said he. 

Although the Commission had issued two reports in the 
case, covering about 200 printed pages, Hosmer said that nec- 
— those reports dealt with the subject rather briefly in 
“ew of the fact that they were based on 12,452 typewritten 
pages of testimony, 1,073 exhibits and almost countless other 
printed pages of briefs. 
‘ Py Hosmer pretended to do was to refresh the memories 
the ~ hearers. In the doing of that he went back to 1857 when 
that #1 & O. reached Parkersburg, now in West Virginia but at 
hen me in the Old Dominion, and, as he pointed out, the time 
that the question of port relationships arose. He pointed out 
poor that time the question of relationship twirled around 
es tom the central territory. Baltimore asserted that be- 
Baltic the shorter distance to her port facilities the rates to 
At soya Should be lower than to Philadelphia or New York. 
eave —— rates, he said, did not appear to be involved and 
ship fich y just straggled into the case. From the port relation- 
74 ht he pointed out the big rate blankets in the east arose. 

y one wanted to ship to say, Cumberland, Md., application of 
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the Baltimore rate was suggested because not a great deal of 
traffic was going to Cumberland anyhow. The interest was in 
the rate to Baltimore, which city had joined New York and 
Philadelphia in a rivalry to reach the products of the central 
region, then the indefinite west. The Cumberland group, he 
pointed out, was not created until 1911. 


Possibly, said Hosmer, the traffic managers had obtained the 
impression that the newly prescribed class rate structure in the 
east was wholly unlike the present system or, in other words, 
wholly revolutionary in that it was based upon distance. In the 
1870’s, Hosmer pointed out, the principle of basing rates on 
distance received greater recognition than theretofore by the 
establishment of the so-called McGraham scale in which dis- 
tance was recognized in the making of rates to and from the 
central territory, although distance in trunk line territory was 
largely disregarded by continuance of the large groups result- 
ing from the competition of the ports. 

The direct cause of the eastern case was the decision of 
the carriers that they could not justify the fourth section de- 
partures found in their class rates. However, he pointed out 
that the carriers were engaged in an effort to do something 
about trunk line class rates before the World War. The war 
caused the matter to be laid aside until, in 1924, the fourth sec- 
tion phase of the subject required that it be taken up as was 
done then, upon petition of both carriers and shippers, because 
of the fourth section phase of the matter. In answering a ques- 
tion the speaker pointed to the Hoch-Smith resolution as evi- 
dence that Congress was dissatisfied with the rate structure. 
That resolution, he pointed out, however, was not adopted until 
after the Commission had initiated the eastern class rate case. 

Mrs. O. Osborn, traffic manager of L. S. Ayres, Indianapolis, 
Ind., spoke on an effective system for controlling returns of 
goods to manufacturers. She said an effective system was 
needed to provide for careful checking of outgoing merchandise, 
for a positive means of charging manufacturers’ accounts on 
certain transactions, and for a means of follow-up to see that 
merchandise not so charged was received back into stock. Such 
a system, she said, involved so many persons and departments 
that her firm had found centralization of control to be of the 
utmost importance. 

Reducing Expenses 


“If merchandise managers, buyers and traffic managers will 
cooperate with each other in their daily problems of transpor- 
tation, receiving and marking, these expenses can be reduced,” 
said J. A. Buete, service director of Woodward & Lothrop, Wash- 
ington, D. C., in an address on “Transportation Cost and Receiv- 
ing Expense Can Be Reduced.” 

“How often does a buyer complete a purchase and never 
think as to how the merchandise bought should be shipped? In 
some cases the dealer may be very much interested in routing 
the shipment in the most economical way, then again, as we 
have experienced in our own store, the method of least resist- 
ance might be used, which in most cases means that the ship- 
ment is sent by express. 

“You can not expect buyers to be conversant with the differ- 
ent methods of shipping, but it is not unreasonable to expect 
them to avail themselves of the facilities of the traffic depart- 
ment. Requests relative to shipping information are appreciated 
by any traffic manager who desires to further the interest of 
his store. It should be the duty of every merchandise manager 
to learn whether shipments are being routed to the best advan- 
tage of the store. I recently received a record for the year 1930 
from our controller’s office showing the value of shipments for 
each department by express, freight, parcel post and New York 
office, and it not only amazed me, but other members of our 
store to whom it was shown. A good proportion of the ship- 
ments sent by express no doubt could have been routed freight. 

“Traffic managers are alert to the conditions existing at 
present, that a number of shipments are not being routed to the 
best advantage of the stores. These facts should be brought 
to the attention of the buyers and if no improvement is shown 
the matter should be presented to the merchandise managers 
before the store managers are appealed to in an endeavor to 
correct an outstanding fault.” 

Continuing, Mr. Buete, in part, said: 


The assistant buyers in mostly all stores are required to attend 
training classes conducted by the personnel department. Why not 
have the subject of transportation made a very particular part of this 
training? At these classes talks given by the controller, store man- 
ager, and traffic manager, on the subject of transportation would instil 
in the minds of the assistant buyers the importance of properly rout- 
ing shipments. 

Our buyers are instructed to route all freight shipments, when 
possible, via the route that will bring them to the freight terminal 
nearest our service building and store, this has helped to reduce our 
drayage expense. 

Small — shipments, originating in New York City, are sent 
to our New York office, where they are placed in canvas bags. This, 
of course, gives us the advantage of the 100-pound express rate. The 
express company has commented favorably on the use of canvas bags 
for express shipments out of our New York office. These have been 
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Chesapeake ad Ohio 
Freight 


Between the Middle West and the Virginia Sea Ports, 


through vast coal fields, manufacturing and industrial 








areas, Chesapeake and Ohio is delivering freight trans- 
portation that builds and holds business for shippers 


and receivers as well as for the C. & O. Lines. 


Service is fast and dependable. Through freight trains 
operate daily, running on schedules that provide favor- 
able connections at junctions throughout the great C.& O. 


territory. 


And at the more important junctions, as indicated by 
the stars on the map, the passing of each freight car is 
noted and recorded. From these junctions reports are 


received daily. 


When you ship “via C. & O.”, you can depend on the 


prompt movement of your freight. 
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in use for three years, during which period we have experienced no 
losses. Prior to the adoption of this method, shipments from our 
New York office were made in plywood cases and our only means of 
using these for more than one shipment was to repack with merchan- 
dise to be returned to New York houses. In most cases the merchan- 
dise being returned did not fill these containers and we were com- 
pelled to pay for the excess weight of the container. At the present 
time the empty bags are folded, placed in one bag which also contains 
merchandise and returned to our New York office for further use. 

Large savings in transportation charges can be effected by stores 
in the same city having out-of-town vendors consolidate merchandise 
for two or more stores in pool cars, thereby securing the carload 
rating. The car may be consigned to one of the stores or to a local 
transfer company. 

When consigned to a transfer company each store received only 
- own goods and has no knowledge of the purchases of other 
etores. . . « 

The cost of local drayage is well worth investigating. A glance 
of the analysis of 135 replies to the questionnaire sent out by the 
National Retail Dry Goods Association a few years ago shows that 
drayage costs ranged from 3% cents to $1 per cwt. for this service. 
Our store is handling all inbound and outbound freight with our own 
truck for less than 7 cents per hundred. Our driver’s contact with 
the freight station personnel has been very good and they extend 
privileges to our man that ordinarily are not given to the independent 
drayman, We do not have to wait until the drayman has delivered 
a portion of his load to two or three other stores. Our merchandise 
is on our premises within a half hour after our truck leaves the 
freight station. 

The frequent visits which our assistant traffic manager makes to 
the railroad and steamboat terminals, while not actually reducing 
transportation costs, aids materially in adjusting the difficulties that 
arise in the transportation of merchandise. The man who is acquainted 
with the officials and employes of the carriers and knows their system 
of handling shipments and records is in a better position than the 
other fellow when something goes wrong. 

Starting at the receiving point and following the merchandise 
through to the selling department or reserve stock, we should study 
ew On mea with a determination to eliminate every unnecessary 

andling. 

If merchandise is unloaded at a certain point to be transported 
further by trucks or skid platforms, empty trucks or platforms should 
always be available at the unloading point so that the goods may be 
loaded directly on them and not piled on the floor to be handled again. 

Have cases or cartons with department number and shipper’s 
name placed toward the aisle so that checkers will not have to turn 
them when matching invoices to shipments. 

Checker when unpacking a shipment, should place the merchan- 
dise on the checking table according to number, kind, or style so that 
it may be easily checked against invoice. This also causes less work 
for the worker when applying the price tickets. 

We are salvaging, in our receiving 1 ghee corrugated boxes, 
wooden cases, excelsior, and paper which are used in our packing 
departments. This has enabled us to realize a saving of at least 
$15 per day in packing expense. 

Every effort should be made to have containers and trash of all 
kinds promptly removed from the area in which shipments are checked 
and marked as you will observe when this is not done your checkers 
and markers are continually pushing this rubbish back and forth out 
of their way and this naturally cuts down their production. 

In considering the physical layout, receiving room tables should 
be placed so that incoming shipments will not be obstructed by out- 
going merchandise. 

The boys who deliver trucks loaded with merchandise to the sell- 
ing departments and stock rooms, have been instructed to place the 
empty truck at the freight elevator where it will be received by the 
freight elevator operator and returned to the receiving and marking 
room. The boy returns to the receiving and marking room on a 
passenger elevator. Prior to the adoption of this practice, our boys 
lost considerable time, waiting 15 or 20 minutes for a freight elevator 
to return them to the receiving department. 


Traffic Management Survey 


A. Lane Cricher, chief of the transportation division of the 
Bureau of Foreign and Domestic Commerce of the Department 
of Commerce, delivered an address on “Highlights on Our Study 
of Industrial Traffic Management,” in which he commended 
highly the results of the study of industrial traffic management 
embodied in the department’s publication on the subject. He 
said the distribution of the book, entirely on a sales basis, had 
already reached about 20,000 copies “and we feel confident that, 
with the support of the traffic fraternity, the value of this initial 
publication will be materially increased.” 

“The reception accorded the book,” said he, “clearly illus- 
trates that there is a demand for information of this nature and 
we shall be glad to continue the work if the various traffic 
groups desire actively to support a definite program. . . . While 
no definite plans have been formulated as to our future studies 
along industrial traffic management lines, the bureau would be 
glad to consider suggestions from any representative group 
which would offer a profitable field for such studies and which 
would assure us maximum cooperation. Conclusions to be of 
any value would have to be based on information directly by 
concerns representative of such groups.” 

After reviewing the major conclusions reached in the indus- 
trial traffic management survey, Mr. Cricher said the facts ob- 
tained in the study “rather definitely showed that any concern 
which had traffic and transportation problems should place them 
under the jurisdiction of some one who understands traffic 


matters.” He said the rapid changes that were taking place in, 


the transportation field made it almost imperative that every 
sizable concern employ competent traffic men to keep up with 
such developments and adjust the concern’s transportation re- 
quirements to the changes. 
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REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended May 1¢ totaled 
747,732 cars, according to the car service division of the Amer. 
ican Railway Association. This was an increase of 293 cars 
above the preceding week this year but a reduction of 18} 99- 
cars under the corresponding week last year and a reduction 
of 298,862 cars below the same week two years ago. . 

Revenue freight loading by districts the week ended May 1, 
and for the corresponding period of 1930 was reported as follows. 


Eastern district: Grain and grain products, 5,912 and 6,235; live 
stock, 1,727 and 1,932; coal, 27,492 and 34,302; coke, 1,401 and 2416. 
forest proces 2,268 and 3,394; ore, 1,162 and 4,927: merchandise 
L. C. L., 62,127 and 67,797; miscellaneous, 70,855 and 94,313: tots’ 
1931, 172,944; 1930, 215,063; 1929, 249,474. ; 7 

Allegheny district: Grain and grain products, 2,705 and 2,734: live 
stock, 1,301 and 1,549; coal, 27,338 and 34,257; coke, 3,397 and 4st; 
forest products, 1,615 and 2,673; ore, 2,317 and 9,633: merchandise 
L. C. L., 46,896 and 52,273; miscellaneous, 59,845 and 82,832; total, 199)’ 
145,414; 1930, 190,569; 1929, 220,743. ase 

Pocahontas district: Grain and grain products, 274 and 223: liye 
stock, 54 and 93; coal, 29,398 and 34,209; coke, 212 and 296: forest 
products, 855 and 1,287; ore, 75 and 402; merchandise, L. C. L,, 6.317 
and 7,069; miscellaneous, 7,431 and 7,748; total, 1931, 44,616: 193 
51,327; 1929, 58,667. iii: 

Southern district: Grain and grain products, 3,425 and 3,902; live 
stock, 1,073 and 1,307; coal, 14,328 and 16,927; coke, 380 and 448: fores 
products, 10,619 and 15,604; ore, 726 and 1,050; merchandise, L. ¢. 1. 
36,908 and 39,526; miscellaneous, 47,636 and 49,508; total, 1931, 115,093: 
1930, 128,272; 1929, 142,647. ite 
Northwestern district: Grain and grain products, 8,173 and 8,684 
live stock, 5,629 and 5,689; coal, 4,236 and 5,250; coke, 1,020 and 1/47: 
forest products, 8,333 and 14,489; ore, 4,832 and 36,410; merchandise 
L. C. L., 27,540 and 32,143; miscellaneous, 31,600 and 40,317; total, 1931! 
91,363; 1930, 144,456; 1929, 161,476. ; 

Central Western district: Grain and grain products, 11,286 and 
10,494; live stock, 9,479 and 10,435; coal, 5,944 and 6,702; coke, 87 and 
130; forest products, 6,296 and 9,319; ore, 2,461 and 3,155; merchandise. 
L. C. L., 29,433 and 33,640; miscellaneous, 47,552 and 53,844; total, 193] 
112,538; 1930, 127,719; 1929, 139,171. 

Southwestern district: Grain and grain products, 4,716 and 5,212 
live stock, 1,975 and 2,064; coal, 2,652 and 2,937; coke, 52 and 136 
forest products, 3,888 and 6,023; ore, 302 and 529; merchandise, L, C. L.. 
15,025 and 15,687; miscellaneous, 37,152 and 38,765; total, 1931, 65,762: 
1930, 71,353; 1929, 74,416. 

Total, ail roads: Grain and grain products, 36,491 and 37,484; live 
stock, 21,238 and 23,069; coal, 111,388 and 134,584; coke, 6,549 and 9,263 
forest products, 33,874 and 52,789; ore, 11,875 and 56,106; merchandise, 
L. C. L., 224,246 and 248,135; miscellaneous, 302,071 and 367,327; total 
1931, 747,732; 1930, 928,759; 1929, 1,046,594. 


Loading of revenue freight in 1931 compared with the two 


previous years follows: 

1930 
4,246,552 
3,506,899 
3,515,733 
3,618,960 

942,674 
932,346 
928,759 


17,691,923 


1931 
3,490,542 


Five weeks in January... 
2,835,680 


Four weeks in February. 

Four weeks in March..... 

Four weeks in April 

Week of May 2. 

Week of May 9 

WGK Of TER 16 ....0:0:00:0:0% enenaneans 


| ee Ore ee ee eee 14,522,230 


WHEAT TRANSIT TIME 


The Commission has approved the plan of western railroads 
for more time in which to move wheat from storage at the Twin 
Cities to interior milling points. (See Traffic World, May 16, 
p. 1196.) The application was amended so as to cover wheat 
now covered by a limit of three years and eight months in the 
manner intended. The revised tariffs may be made effective 
on one day’s notice. 


ILLINOIS GRAVEL AND CRUSHED STONE 


The Commission, in No. 24415, rates on gravel and crushed 
stone within Illinois, has instituted an investigation into the 
rates prescribed by the Illinois commission, on an allegation 
of the Santa Fe and other railroads that the rates, effective 
December 19, 1930, on gravel and crushed stone cause unjust 
discrimination against interstate commerce. A hearing 38 
be held by Examiner Fuller at the Hotel Sherman, Chicago, 
June 25. 


19,290,158 


C. ST. P. M. & O. GOLDEN ANNIVERSARY a 

The progress of fifty years in railroading will be typifie’ 

at Hudson, Wis., June 6, when the Chicago, St. Paul, MinnesP 
olis & Omaha celebrates its golden anniversary with a pagealt 


sports and entertainment at that place. A meeting of the first 
board of directors, at which the road’s first three locomotivés 
were purchased, at a cost of $8,450 each, will be reenacted. 
That will be followed by a meeting of the present board, - 
vened by President Fred W. Sargent, which will pass 4 reso < 
tion for the purchase of three locomotives for $107,500 ea 
One of the early locomotives, coupled to coaches of the —— 
and modern equipment will be contrasted on nearby trac rf 
Following a ceremony and historical parade, short talks - 
be made at noon by President Sargent, Congressman Lone 
Wisconsin, and Henry A. Huber, vice-governor of vee 
Carl Gray, Jr., vice-president and general manager of the Omate, 
will be toastmaster. 
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MOTOR TRANSPORT COORDINATION 


Legal problems involved in the proposed regulation by the 
federal government of motor vehicles are discussed by Alfred P. 
Thom and Alfred P. Thom, Jr., in their brief for the Association 
of Railway Executives filed with the Commission in No. 23400, 
coordination of motor transportation. 

The power of Congress to regulate contract motor trucks 
engaged in interstate commerce is considered at length. 

“It seems clear,” says the brief, “from the principles and 
authorities here discussed that motor vehicles engaged in inter- 
state commerce on the highway, whether or not they are com- 
mon carriers, are ‘clothed with a public interest,’ and subject to 
congressional regulation. It is submitted, however, that, in the 
instant case, it is not necessary to resort to such reasoning and 
authorities, for the Constitution itself has impliedly defined all 
interstate commerce as ‘clothed with a public interest’ in confer- 
ring upon Congress power to regulate it all without exception.” 

Continuing, the brief said: 


Equality of treatment and of commercial opty to all ship- 
pers in interstate commerce—equal and reasonable rates and protec- 
tion against rebates, unreasonable preferences or advantages and 
unjust discriminations—are in the opinion of Congress the cardinal 
principles of fairness in trade on which the system of regulation rests. 

These would be impossible if a substantial part of interstate com- 
merce remains unregulated and is permitted to move in defiance of 
the salutary principles referred to. Regulation of some of the instru- 
mentalities of interstate commerce and requiring them to give to 
shippers equality of treatment and of commercial opportunity, while 
other instrumentalities are left free to make unreasonable rates, to 
give rebates and unreasonable preferences and advantages and to be 
guilty of unjust discriminations between shippers, would be unjust 
not only to the regulated carriers but also unjust to the shippers 
who must use them. It would also restore the power of the large 
shippers to obtain an advantage over their weaker competitors, by 
securing the distribution of their merchandise on special terms through 
their ability to command the services of a contract carrier which, not 
| a common carrier, would not be available to their competitors. 

_ The importance of giving fair and equal treatment to all shippers 
alike has recently been emphasized by this Commission in the “Con- 
tainer Service’ case, 173 I, C. C. 440, in which the Commission says: 

“The obligation to treat each shipper fairly, to afford each shipper 
equal treatment, no matter how small his shipments may be in com- 
parison with those of another shipper, is one which carriers cannot 
escape. We have no doubt that, if respondents afford, or continue 
to afford, container service at one point or to a set of shippers at one 
point, the provisions of section 3 (1) demand that, upon request there- 
for, they afford like service to a competing locality or to a competing 
set of shippers at another point served by them.” 

If this is a sound principle of ethics and of duty as to a regulated 
carrier, in interstate commerce, and expresses a sound view as to the 
public interest in fair and equal treatment and opportunity in trade, 
it can hardly be successfully contended that the business of a carrier 
in interstate commerce, the operations of which defy it and break 
it down, is not ‘‘clothed with a public interest.” 

It is accordingly submitted that a motor contract carrier electing 
to engage in interstate commerce, although not a common carrier, 
Bn the field, becomes subject to the regulatory power of 

ess, 






Counsel said the Clayton anti-trust act should be amended 
80 as to remove obstacles to rail carriers engaging in highway 
transportation. 

The brief discussed the power of Congress to require that 
4 carrier on the highways in interstate commerce shall become 
subject to the conditions imposed by state authorities upon 
intrastate operations on such highways. It said there seemed 
to be no just reason for doubting the power of Congress to per- 
mit the State to exercise, in respect to interstate commerce on 
the highways, all of its ordinary police powers. As to the policy 
of regulating trucks, counsel said: 


- It is conceded by some of the most important thinkers in the 
emnoutle world that motor buses, acting as common carriers in 
_ erstate commerce, should be appropriately regulated, as their serv- 
the iS comparable with the service of the rail lines, but it is denied 
—— it is proper to regulate motor trucks similarly engaged in inter- 
ron commerce, this denial being based upon the contention that 
a thus engaged do not now and never will furnish a system of 
‘ansportation comparable with rail transportation. 
Py underlying conception on which these contentions are based 
dpe there should be no regulation unless the service to be regulated 
” he erable with the service furnished by the rail carriers. 
is this proposition sound? 
one ennting, for the sake of the argument, the similarity alleged in 
wisdo Se and denied in the other, does that concession determine the 
. 4 of the policy of leaving trucks unregulated? 
regulatis respectfully submitted that there are cogent reasons for 
aut lon other than that above advanced by representatives of the 
Omobile industry. 
Withoug ne usive reason in favor of regulation would seem to be that, 
salutary ip ONSTeSs cannot maintain as to interstate commerce the 
rebates” principles of regulation which forbid unreasonable rates, 
Nations Ve4sonable preferences and advantages and unjust discrimi- 
S, and, without it, shippers cannot be assured of the equality 


of treatment a 
" nd co - 
tion woul ovide. mmercial opportunity which appropriate regula 
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Another conclusive reason is that it is important in the interest 
of the public that rail transportation should be ‘fostered and pre- 
served in full force and vigor.’”’ There can be no question on this 
record that these important and useful agencies of transportation on 
the highways have raised a real question as to whether, if left free 
of regulation while the railroads are strictly regulated and prevented 
from offering the attractions to traffic which their competitors are 
left free to offer, the railroads can continue to give the service which 
the public needs. 

The foregoing considerations relate to the public interest alone, 
but, in addition thereto, it is submitted that it is not fair to the 
owners of the railroads which have made vast expenditures to furnish 
an adequate and efficient service in transportation, to bind them by 
restrictions and limitations as to what they may do to get and handle 
traffic, and leave their important competitors for the same traffic free 
from ali restrictions and limitations whatever. To do so would be 
to deny them equality of opportunity. 

None of the reasons here given is based on a similarity of service 
between the system of transportation furnished by the railroads and 
that furnished by their competitors on the highway, and yet it is 
submitted that these reasons are sound and should prevail. 

Objection is made to regulation of contract carriers on the addi- 
tional ground that no system of regulation is enforceable. If such 
regulation is desirable and important, it will not do to surrender to 
that argument. It would be simply an acknowledgment of the break- 
down of government in this regard. There are many conceivable 
means by which such regulations may be enforced. It is easy to 
imagine that the regulations would be observed if the penalty of 
violating them were made the forfeiture of the vehicle or even of the 
license to do business, with no power to secure a reissue for a sub- 
stantial period, such as a year. 


HIGHWAY CONTRACTS INCREASE 


Increases in state highway construction contracts let in 
April are shown in reports announced by Fred C. Croxton, vice- 
chairman of the President’s Emergency Committee for Employ- 
ment. 

A report from W. C. Markham, executive secretary of the 
American Association of State Highway Officials, showed that 
40 states let contracts in April for a total of 7,296 miles of 
roads at a total contract price of $96,879,468. This includes 
state and federal-aid roads. 

“This amount is at least twice the amount contracted for in 
the month of April last year,” Mr. Markham said. “It does not 
include contracts made for bridge construction, which totals 
several millions of dollars, but covers only road work.” 

In addition, a report from Thomas H. MacDonald, chief of 


REEL LIFT TRUCK 






























New cable reel lift truck for handling heavy reels of cable 
about the warehouse, loading platform, or elsewhere. One man 
easily handles the heaviest reel with this piece of equipment, 
it is stated, a feature of the device being that the cable may 
be unreeled without danger of it rolling over the man per- 
forming the operation. The truck can be locked to the floor 
quickly and is said to have the virtue of being made of the 
fewest parts of any device made for reel handling, without loss 
of strength or sturdiness. 
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the Bureau of Public Roads, showed $8,178,007 worth of federal- 
aid contracts let in April in seven states not included among the 
40 reported through Mr. Markham. This makes a grand total of 
$105,057,475 worth of contracts reported. 

The total number of workers employed on roads in the 
group of 40 states during April, according to Mr. Markham’'s 
report, was 193,907. 

In March, 34 states let contracts for a total of 5,642 miles 
of roads at a total contract price of $79,917,725. In that month 
the total number of workers on roads in those 34 states was 
approximately 192,000. 





CONTAINER CAR SERVICE 
Extension of its container car service, “providing faster 
movement of merchandise freight to all important points on 
the Pennsylvania,” was announced May 27 by M. W. Clement, 


HAND LIFT TRUCK 











Tin plate, like sheet steel, has long presented a difficult 
loading and unloading problem. A standard shipping practice 
is to bundle and wrap the plate into units of approximately 260 
pounds. The plate itself is, generally, 26 inches by 34 inches, 
making an extremely awkward package to handle. Present and 
past practice has involved the use of roller conveyors extend- 
ing into freight cars, lifting individual bundles to and from the 
conveyor line, as well as more laborious means for handling 
shipments. The bundles are usually piled, one on top of the 
other, in the car, about ten high, the bottom bundle resting on 
a two-by-four or timber of similar dimensions. Until recently 
there has been no hand lift truck with a sufficiently low frame 
to get under the piled bundles and handle them in that way. 
The picture shows a lift truck recently developed by one of 
the manufacturers of materials handling equipment for the 
specific purpose of simplifying this loading and unloading op- 
eration, as well as the general handling problem. 

The lifting extension of the truck has a height of three 
and three-eighths inches, permitting its insertion under the bot- 
tom bundling and handling into and out of the car of an entire 
pile. It has also made it possible for the manufacturer to ship 
the plate in unit bundles, steel strapped, weighing from 2,500 
pounds to 3,000 pounds, considerably reducing loading and un- 
loading time. 
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vice-president in charge of operation, as a development of the 
immediate future. Orders for more than $1,500,000 worth of 
additional merchandise containers will be placed at once, as part 
of the program for expansion of this service to all important 
freight terminals, according to the announcement. These Orders 
call for 3,250 additional containers. 

“By eliminating the necessity for sorting these miscellane. 
ous shipments at transfer points, use of containers wil] further 
speed the movement of freight between all principal Points,” 
says the announcement. : 

“At present, the Pennsylvania has in service 1,010 steel con. 
tainers, each having a capacity of 10,000 pounds. Fiat Cars 
equipped for the purpose carry five of these containers With a 
possible capacity carload of 25 tons. The present service jx 
operated between the New York metropolitan area and principa) 
points in the eastern region, as well as Pittsburgh, Columbus 
Cincinnati, Indianapolis and Chicago. ; 


GRADE CROSSING ACCIDENTS 


Reports filed by the railroads with the Commission shoy 
a reduction for the first two months of 1931, compared with the 
preceding year, in the number of fatalities resulting from acci. 
dents at highway grade crossings, but an increase for the month 
of February this year, compared with the same month one year 
ago. Reductions were reported, however, not only in the nun. 
ber of accidents, but also in the number injured, both for the 
two months’ period and for the single month. 

Accidents at highway grade crossings, according to the safety 
section of the American Railway Association, totaled 750 for 
the first two months’ period, a reduction of 140 compared with 
the same period in 1930. Fatalities resulting from such acci- 
dents totaled 316 in the first two months of 1931, a reduction 
of four compared with the same period in 1930, while persons 
injured so far in 1931 totaled 839, a reduction of 215 compared 
with the year before. 

For the month of February alone, there were 354 accidents 
at highway grade crossings, a reduction of 43 under February, 
1930, while 172 fatalities were reported as caused by those acci- 
dents, an increase of 24 compared with the number for February, 
1930. Persons injured in highway grade crossing accidents in 
February, 1931, totaled 373, compared with 458 inthe same month 
the preceding year. 


WATER CARRIER AGREEMENTS 


The following agreements, filed in compliance with section 
15 of the shipping act of 1916, were approved by the Shipping 
Board May 26: 


Dollar Steamship Lines, Inc., Ltd., with American & Indian Line 
Through billing arrangement covering movement of shipments of 
canned goods and dried fruit from Pacific coast ports of call of 
Dollar Line to Alexandria, Port Said, Port Sudan, Suez and Aden 
via New York. Through rates are to be based on published rates 
of Pacific Coast/European Conference and are to be apportioned 4! 
per cent to American & Indian Line and 60 per cent to Dollar Line, 
the latter to absorb entire cost of transshipment at New York. 

American Gulf Orient Line, Dixie U. K. Line, Dixie Mediterranean 
Line, Southern States Line and Gulf-West Mediterranean Line 
Agreement for carriage of shipments of cotton from Corpus Christi 
and ports in the Sabine District to Galveston or Houston for trans- 
shipment to various foreign destinations when no regular sailing by 
the on-carrying line is available from the port at which the ship- 
ments originated. The carrier transporting the cotton from port 
of origin to Galveston or Houston is to receive 15c per 100 Ibs. and 
is to absorb expense of transshipment at Galveston or Houston, 
including drayage and wharfage. The through rates on shipments 
moving under this agreement are to be the regular ocean rates from 
Galveston or Houston to destination plus 15c per 100 Ibs. The ar- 
rangement is to continue for an indefinite period until canceled by 
the parties. 


The following modifications of agreements were approved 
by the board: 


North Atlantic passenger conference modification to provide for 
reduction of 20 per cent in one-way or round ‘trip passenger fares 
to competitors in the world’s Bowls Tournament to be held at Los 
Angeles during July, 1932. The proposed reduction is to be applicable 
only during the off season periods of 1932, such off season to include 
the entire month of July irrespective of the class of accommoda- 
tion occupied by the passenger. The latter provision of the modifica- 
tion results in extension, as respects tournament competitors, of the 
first-class off season period from July 15 to July 31, but does a 
effect any change in the existing periods covering cabin and secon 
class and tourist third cabin passage. 


The following agreements were canceled: 


Transatlantic Steamship Company, Ltd., with Nelson  Steamshi! 
Company: The agreement canceled was approved by the board = 
25, 1929, and provides for through shipments from Atlantic coast — 
to New Zealand and Australia via San Francisco or Los —. 
Cancellation is requested because as a result of changes in the ys 
Pacific carrier’s proportion of the through rate the terms of the 
present agreement have become inapplicable. tion 

Gulf Pacific-Redwood Line with The Border Line Transports r 
Company: Cancellation of through billing arrangement to which use 
wood Line, Inc., was a party. Cancellation was requested 4 
the services formerly rendered by Redwood Line, Inc., are to be net 
formed by Gulf Pacific-Redwood Line, its successor, under ane 
agreement on file with the board. 
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OCEAN SHIPPING DEVELOPMENTS 


The Traffic World New York Bureau 


With the grain market again in the doldrums, the full cargo 
warkets have been featureless in the last few days. There is 
practically no demand for grain except for prompt loading and 
rates, Which receded one cent during the previous week, have 
veld steady at that figure. Freight brokers’ reviews of the sit- 
yation are not optimistic in regard to future developments, 
jithough a further drop in rates is not expected at present. 

Interest at present is in Gulf shipments, one fixture on the 

basis of 11 cents to Antwerp-Rotterdam for early June having 
yeen reported. No inquiry for St. Lawrence loading has been 
noted. 
a West Italy and Adriatic furnishes the only requirement for 
coal cargoes, Charterers’ ideas being about $2.10. Transatlantic 
sar shipments have also been quiet, with only three fixtures 
reported, and inquiry limited to one or two orders from Cuba 
for June-July loading. 

Other divisions of the market remain dull with little de- 
mand. 

William P. Roth, president of the Matson Steamship Line, 
has left San Francisco for New York for a talk with James A. 
Farrell, president of the United States Steel Corporation, in 
an effort to avert a rate war over canned pineapples by keeping 
the Isthmian Line, a subsidiary of the steel corporation, from 
entering too actively in the handling of the Hawaiian crop. 


Roth’s trip followed announcement by the Isthmian Line 
that it would inagurate a direct service from Hawaii to Gulf 
of Mexico and Atlantic ports through the Panama Canal, with 
a $10 freight rate to the latter, a reduction of $3 from the 
regular rate to the east coast by way of San Francisco. 


Both the new service and rate are attributed by San Fran- 
dsco shipping men to negotiations conducted by James B. Dole, 
who grows 5,000,000 of the annual island harvest of 15,000,000 
cases of pineapples. He has failed to obtain from the Matson 
people and other intercoastal lines concessions to which he 
thought he was entitled. 


Definite steps toward the financing of the proposed steam- 
ship service between Philadelphia and Liverpool, Manchester 
and probably continental Europe, sponsored by General W. W. 
Atterbury, president of the Pennsylvania Railroad, have been 
laken in the appointment of a committee of Philadelphia busi- 
ness, financial and industrial leaders, to organize and obtain 
the $4,000,000 to be contributed by Philadelphians toward the 
enterprise. 

Hubert J. Horan, former president of the Commercial Ex- 
change, is chairman of the committee, which was appointed by 
General Atterbury. Others on the committee are Alfred J. Ball, 
general freight agent of the Pennsylvania Railroad, who is in 
charge of foreign freight shipments; Arthur C. Dorrance, vice- 
president and general manager of Campbell’s Soup Company, 
Camden; J. W. Van Dyke, chairman of the board of directors of 
the Atlantic Refining Company; John M. Franklin, vice-president 
of the Roosevelt Steamship Company; Samuel S. Fels, president 
of Fels & Co., soap manufacturers; Phillip H. Gadsden, president 
of the Chamber of Commerce and vice-president of the United 
“as Improvement Company; Ellis A. Gimbel, vice-president of 
“imbel Brothers; J. S. W. Holton, president of the Maritime Ex- 
change; A. Atwater Kent, president of the Atwater Kent Com- 
valy; Howard A. Loeb, chairman of the Tradesmen’s National 
Bank and Trust Company; Harvey C. Miller, president of the 
Southern Steamship Company and the chain of tidewater ter- 
mimals at New York, Philadelphia and Norfolk, and J. Howard 
Pew, president of the Sun Oil Company and vice-president of 
the Sun Shipbuilding Company. 

United Fruit Co. announces that it can now handle ship- 
ents to the various Cuban outports on through bills of lading 
With transshipment at Havana or Santiago in connection with 
€ Empress Naviera Steamship Line and (or) the United Rail- 


Way. ° 
ine of Havana at the same rates as assessed by the direct 
tines, 





, There is no immediate prospect of the transfer of the North 
verman Lloyd liners Bremen and Europa from their operating 
ny In New York to Boston, according to officials of the line 
mtr York and the Department of Docks. Mayor Curley, of 
me — told newspaper correspondents in London that the liners 

uld Probably be operated from Boston in the future to shorten 
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the sailing time between their German ports and the United 
States. 

Hans Schuengel, general manager of the North German 
Lloyd Line in the United States and Canada, said that Mr. 
Curley conferred with him recently in New York and asked him 
to consider the advantage of Boston, as a home port for the 
ships. Mr. Schuengel said he merely told Mr. Curley he would 
“consider the matter.” 

John McKenzie, Commissioner of the Department of Docks, 
said that the city had a contract with the North German Lloyd 
company whereby the ship line would lease the new Pier 32 
which the city is about to build at the foot of Canal Street, on 
the North River. This pier is one of two which will rise on the 
site now occupied by five old piers. 

An announcement of interest to coffee importers is made by 
the Aluminum Line, which will inaugurate service between 
Curacao and New Orleans with connection transshipment serv- 
ice from Maracaibo. Coffee will be the principal cargo item of 
the service, which is stated to be the fastest between Maracaibo 
and New Orleans. The S. S. Vestvangen will make the first sail- 
ing on July 6, to be followed by the steamers Henry Horn and 
Ausvangen in a semi-monthly schedule. The time between New 
Orleans and Curacao will be twelve days and between New Or- 
leans and Maracaibo 14 days including transshipment. 

As a result of the default on interest and principal of the 
bonds issued by the Williams Steamship Corporation, a subsi- 
diary of the American-Hawaiian Steamship Corporation, it is 
reported that George T. Williams, former head of the Williams 
Line, may re-enter the intercoastal trade. The Williams Steam- 
ship Corporation took over the former Williams Line with its 
fleet of eight steamers in April, 1929. 

Drastic cuts in eastbound rates on lumber from the Pacific 
Northwest, according to lumber manufacturers have resulted 
in disarrangement of the market in the territory served by back- 
haul from North Atlantic ports and contributed to difficult com- 
petitive conditions faced by Southern pine by aiding in the 
invasion of fir from the West Coast. Other interests, however, 
are opposed to any movement that would bring about higher 
rates. 

Plans for the organization of a closed corporation to be 
known as the Hammond Shipping Company, Ltd., are reported 
to have been completed at Los Angeles. The new company is 
to be owned and controlled Dy the Hammond Lumber Company. 
The purpose of its formation was to cover the joint operation 
of the Klaveness Line and the Christenson-Hammond Line, for 
both of which it will act as agent. 

The Matson Navigation Company announced that the 
steamer Golden Coast, sailing from San Francisco June 27th 
and Los Angeles July Ist, will call at Sydney and Newcastle, 
Australia, in addition to her regular ports of call. The order 
of calls will be Auckland, Wellington, Lyttleton, Dunedin, Syd- 
ney and Newcastle. 


NEW JERSEY LIGHTERAGE HEARINGS 
The Trafic World New York Bureau 


Testimony of a well-known rate expert who was on the 
stand for two and a half consecutive days and that of dock 
and terminal operators and representatives of steamship lines 
and freight forwarding firms was heard the third week of the 
hearings in the New Jersey lighterage case, now drawing toward 
its close as far as New York’s defense is concerned. 

Charles E. Bell, formerly with the Southern Railway and 
now representing industries of the state of New York, pre- 
sented the lengthiest testimony by any single witness thus far 
in the hearings. Summarized, the points to which his evidence 
was directed tended to show that if New Jersey won in the 
suit to aboilish free lighterage in New York harbor and to 
establish a freight differential between the east and west sides 
of the Hudson River favorable to New Jersey, there would be 
brought about: 


1. The disruption of a rate group of long standing; 

2. The complete delimiting of separate stations now constituting 
a single industrial and commercial community, where the New York 
part of the community is concerned; further, the partial delimiting 
of separate stations in the group, where the New Jersey section is 
concerned, increasing, at the same time, the limits of the grouping 
of Jersey stations on traffic to and from other sections of the country; 

3. The addition to the line haul rates of the cost of marine serv- 
ice in the making of rates between New York City and its environs 
east of the Hudson, thus ‘‘singling out the New York area for a plan 
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of rate making contrary to all recognized principles of rate making 
elsewhere in the country;” 

4. The creation of unlawful preferences for the New Jersey com- 
munities; 

5. Departures from the long and short haul rule as enacted. 

Continuing his testimony the following day, Mr. Bell cited 
car-float and lighterage conditions in New York Harbor as 
“almost on all fours” with those existing at Philadelphia and 
Camden, Hampton Roads and San Francisco for port terminal 
districts in service, and similar in the principal of rate structure 
and operation. 

“I may say in a general way,” he asserted, “that Philadel- 
phia and Camden are on all fours with the New York group in 
that Philadelphia is in one state and Camden in another. Thus, 
there are two political subdivisions of the same community. 
Also, in that two states, comprised in the group, are separated 
by the Delaware River. There are 103 freight stations in the 
Philadelphia-Camden group, ninety-four being in Pennsylvania 
and nine in New Jersey, the average distance between all sta- 
tions on both side of the river being 17.3 miles. The free 
lighterage zone extends for about twenty miles along both sides 
of the Delaware River. Under the Commission’s repcrt (feast- 
ern class rate case), the integrity of this group will be preserved. 

“The New York Harbor and the Hampton Roads port situa- 
tions are very similar in many respects,” he continued. “The 
Jersey shore cities are separated from the New York area by 
the Hudson River and New York Bay. Newport News is sep- 
arated from Norfolk and Portsmouth by a body of water known 
as Hampton Roads, which is the extreme western part of 
Chesapeake Bay at the confluence of the James River. Car- 
float and lighterage services are necessary in the handling of 
freight between the New York side and the Jersey shore. The 
same character of service is necessary in the handling of freight 
between Newport News and the Norfolk side.” 

Discussing the San Francisco district, Mr. Bell said there 
is a striking similarity between the geographical situation of 
San Francisco and the cities of Oakland, Alameda and Rich- 
mond, on the one hand, and the geographical situation of New 
York and the New Jersey shore cities, on the other hand. The 
east side of San Francisco Bay is more or less one continuous 
community, just as the New Jersey cities are almost one con- 
tinuous community along the Jersey shore across from New 
York, he said. The same rates are applied to and from Oak- 
land, Alameda, Berkeley and Richmond as are applied to and 
from San Francisco, with some minor exceptions, and San Fran- 
cisco uses car-float and lighterage at inclusive rates, he added. 

Following Mr. Bell’s testimony, New York defense counsel 
won two important rulings, announced by Examiner Earl M. 
Steer. The first was that the annual report of the New York 
Port Authority for 1930, as submitted, would be admitted as evi- 
dence and that with it excerpts from the 1929 reports and other 
material contained in a Port Authority booklet would be ad- 
mitted, subject to revision in its submission. 

The second point was that Mr. Bell would not be compelled 
to produce specific rate quotations when referring to switching 
and other operations in railroading in existence at various ter- 
minals throughout the country. New Jersey’s motion to strike 
out all his testimony on the ground that it was a matter of 
opinion was denied. 

Representatives of various companies operating terminals 
in New York, including Irving T. Bush, president of the Bush 
Terminal Company, offered testimony to show that a huge in- 
vestment in terminals would be imperiled if the unit freight 
schedule was broken up. 

They were followed by representatives of steamship lines 
operating out of New York. Francis E. Le Bourveau, special 
agent of the Cunard Steamship Company, said that if trucks 
had to be used instead of lighters they would tend to create 
congestion at the piers, and probably if free lighterage were 
abolished and his company had access to only one railroad they 
would have to go out of the freight business. 

C. B. Kellogg, vice-president of the Munson Steamship Line, 
in charge of traffic, declared the abolition of free lighterage 
would give the New York Central Railroad, directly connecting 
With Manhattan, a competitive advantage over trunk lines ter- 
minating in New Jersey, working a disadvantage on the inland 
shipper. 

James Sinclair, chairman of the Transatlantic Associated 
Freight Conferences, said he represented 37 steamship lines 
that had authorized him to oppose the application on the ground 
that free lighterage would work against the best interests of 
the port, delay the transfer of freight from the railheads to 
ships and cause congestion at the piers. 

Melville J. Mendel, representing the New York Freight For- 
warders’ and Brokers’ Association, declared that. if the Com- 
mission approved the application it would seriously curtail “the 
present flexibility of service” in the harbor and adversely affect 
shipping. Modern buying methods, he said, depended on fast 
and frequent service to any ship in the harbor without additional 
cost. 
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COMMERCE IN U. S. VESSELS 


More than forty million tons of freight were carried between 
American and foreign ports in American flag vessels in the 
fiscal year 1930, according to a study made by the Shippin 
Board’s Bureau of Research. The report showed that ene 
60,000 entrances and clearances were made at United States 
ports in the period and that of this number 41.4 per cent Were 
American ships, while of 104,670,487 tons of cargo carried to or 
from our ports by vessels of all flags, about 40.2 per cent Were 
carried in American bottoms. 


The foreign trade is separated into three general divisions 
viz: Overseas ocean, nearby ocean and Great Lakes, according 
to the bureau. The vessels engaged in carrying the foreign 
trade have been segregated into five general groups or classes: 
Combination passenger and freighters, freighters, tankers, gai. 
ing vessels, and miscellaneous, including barges, scows and tugs, 

“The combination passenger and freighters include jj 
vessels with accommodations for more than 16 passengers,” gays 
the bureau. “Vessels of this type made 32 per cent of the ep. 
trances and clearances during 1930, carrying 8,152,464 tons, or 
8 per cent of the total freight volume. In the overseas trade 
these vessels made nearly 21 per cent of the entrances ang 
clearances and carried nearly 11 per cent of the cargo; in the 
nearby ocean trade they made 33 per cent of the entrances and 
clearances and carried about 7 per cent of the cargo, and in 
the Great Lakes trade they made 40 per cent of the entrances 
and clearances and carried only about % of 1 per cent of the 
cargo. 

“The freighters made 50 per cent of the total number of 
entrances and clearances in 1930 and carried 63,265,591 tons of 
freight or more than 60 per cent of the total cargo movement. 
In the overseas trade this type of vessel made nearly 61 per 
cent of the entrances and clearances and carried about 66 per 
cent of the cargo; in the nearby ocean trade they made 40 per 
cent of the entrances and clearances and carried 34 per cent of 
the cargo, and in the Great Lakes trade they made 55 per cent 
of the entrances and clearances and carried nearly 95% per 
cent of the volume. 

“Tankers, designed for carrying liquid or semi-liquid cargoes 
in bulk, such as petroleum products or molasses, made 12 per 
cent of the total entrances and clearances in 1930, and carried 
31,703,619 tons of cargo, or more than 30 per cent of the total 
water borne foreign freight movement for the year. Vessels 
of this type made 18 per cent of the entrances and clearances 
in the overseas trade and carried 23 per cent of the cargo. In 
the nearby ocean trade they made 16 per cent of the entrances 
and clearances and carried 56 per cent of the cargo, and in the 
Great Lakes trade they made about three-fourths of 1 per cent 
of the entrances and clearances and carried about 1 per cent of 
the cargo. 

“Sailing vessels engaged in our foreign trade made about 
2 per cent of the total entrances and clearances in 1930 and 
carried 668,815 tons of freight, or less than 1 per cent of the 
total movement. In the overseas trade sailing vessels made 
only about three-tenths of 1 per cent of the entrances and clear- 
ances, carrying 85,761 tons of cargo or less than two-tenths of | 
per cent of the overseas cargo movement. In the nearby ocean 
trade sailing vessels made about 4 per cent of the entrances 
and clearances and carried 345,184 tons, or a little more than 
1 per cent of the cargo transported, and in the Great Lakes trade 
they made about 1% per cent of the entrances and clearances 
and carried 237,870 tons of freight, or about 1% per cent of the 
total Great Lakes movement. 

“Barges, scows and tugs, making up the miscellaneous group 
of vessels engaged in our water borne foreign trade, made about 
4 per cent of the total entrances and clearances in 1930 and 
carried 879,998 tons of freight, or about 1 per cent of the total 
for the year. In the nearby ocean trade miscellaneous craft 
made 7 per cent of the entrances and clearances and carried 
564,176 tons, or 2 per cent of the cargo volume, and in the Great 
Lakes trade vessels in this group made 3 per cent of the & 
trances and clearances and carried 315,822 tons or 2 per cell 
of the total cargo. a 

“A limited number of the vessels of the combinatiol 
passenger and freighter type and the freighter group Were 
equipped with refrigerated space for carrying perishable cargoes. 
Vessels of the combination type so equipped made 778 of the 
entrances and clearances reported for that group, carrying 
780,867 tons of cargo. Freighters with 50 per cent or more ™ 
their cargo space refrigerated made 552 entrances and clear 
ances and carried 555,428 tons of cargo.” ith 

American-flag vessels in the three months ended pec 
March carried, by value, 33.6 per cent of the general — 
and 36.4 per cent of the domestic exports in the water 
foreign commerce of the United States, according to the mont ot 
summary of foreign commerce issued by the Department i. 
Commerce. For the 1930 corresponding period the percentage 
were 33.2 for imports and 36.7 for exports. g as 

In March the percentage for general imports was 33.8, 
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compared with 34.6 in March, 1930, and for exports, 35.5, as 
compared with 37.5 for March, 1930. 


YORK-ANTWERP RULE CASE 


In No. 931, Green Star Steamship Co., Ltd., petitioner, vs. 
srmour & Co. et al., respondents, the Supreme Court of the 
United States has granted a petition for a writ of certiorari to 
the United States Circuit Court of Appeals for the second cir- 
cuit. The question presented by the case, according to peti- 
tioner, is: 

Cargo carried under bills of lading incorporating the York- 
sntwerp Rules, 1890, was secrificed in general average. Later, on 
the same voyage, the vessel was badly damaged in collision. Upon 
the adjustment of the general average it appeared that the con- 
tributory values specified by the York-Antwerp Rules were nil. Years 
afterward the shipowner recovered damages on account of the col- 
json. Are those damages, which are not included in the contributory 
values specified by the York-Antwerp Rules, nevertheless subject to 
, maritime lien in favor of the owners of the cargo that was sacri- 
feed in general average prior to the collision? 


The petitioner said that while its steamship Andree, a 
pritish vessel, was loading at New York in preparation for a 
voyage to Mediterranean ports, by way of Philadelphia, a fire 
broke out in her cargo on board, and to extinguish the fire 
general average sacrifices were made of the vessel and of the 
respondent’s cargo. After the fire had been extinguished and 
the vessel had taken on the rest of her New York cargo, she 
proceeded toward Philadelphia, where her loading was to be 
completed, and came into collision with the steamship H. F. 
Alexander in the Delaware River and was sunk. The Andree 
was raised, with her cargo, at general average expense, and 
was taken to Philadelphia. There “the voyage was abandoned 
and the adventure terminated.” 

Respondents asserted that by reason of the sacrifices of 
their cargo at New York they were entitled to share in the 
recovery to be obtained by the petitioner for injury to the 
Andree. The district court for the southern district of New 
York, in admiralty, dismissed respondent’s petition for recovery 
on the basis indicated. The Circuit Court of Appeals reversed 
the district court. The petitioner contends that the decision 
of the Court of Appeals denies to rule XVII of the York-Antwerp 
Rules the effect that it was apparently intended to have. 


TANKER TRAFFIC THROUGH PANAMA CANAL 
(Panama Canal Record) 


During the month of April, 1931, 69 tank ships transited 
the canal with an aggregate net tonnage, Panama Canal meas- 
wement, of 403,726, on which tolls of $363,672.41 were paid. 
(argo amounted to 419,797 tons, which included 381,647 tons of 
mineral oils, 19,000 tons of whale oil, 12,600 tons of molasses, 
and 6,550 tons of cocoanut oil. 

In point of net tonnage, tanker traffic decreased 18.8 per 
cent in comparison with the tanker traffic for the corresponding 
month a year ago, while cargo tonnage decreased 13.3 per cent. 

Tank ships comprised 15.2 per cent of the total commercial 
transits through the canal during the month; made up 17.6 per 
cent of the total Panama Canal net tonnage; were the source 
of 181 per cent of the tolls collected; and carried 20.9 per cent 
of the total cargo through the canal. 


SALE OF BOARD LINES 


_ The question of disposing of the Shipping Board’s American 
Diamond Lines and America France Line may come before the 
toard in the near future. Action with respect to the American 
Diamond Lines, operated for the board by the Black Diamond 
Steamship Corporation, depends on the awarding of a mail con- 
tract for this service between New York and other north At- 
‘atic ports and Rotterdam and Antwerp, for which bids may 
te asked by the Post Office Department. In connection with 
the American Diamond Lines, there are proposals for construc- 
‘lon of new ships at a cost of about $10,000,000 and the recon- 
ditioning of ships now in service. Nothing definite has devel- 
- with respect to the America France Line, operated by the 
mopolitan Shipping Company, Inc., between north Atlantic 
Ports and Havre, Dunkirk, Bordeaux and St. Nazaire.. Proposals 
‘or sale of the American Pioneer Line, operated by the Roose- 
velt Steamship Company, Inc., in the India, Australia and Orient 
*rvices, to the Roosevelt interests also may come before the 
- ard. The Roosevelt company became affiliated with the Inter- 

ational Mercantile Marine Corporation some time ago and this 

tion is expected to be considered in connection with pro- 
bsals for sale of the American Pioneer Line. 


GERMAN LINE AND COASTWISE LAWS 
¢ = request of officials of the Shipping Board, the Bureau 
ng avigation of the Department of Commerce is looking into 
hey of the Resolute of the Hamburg-America Line from 
\i2 Francisco to New York in a round-the-world voyage from 
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gers were carried from San Franscisco to New York in violation 
of the coastwise laws. 


OCEAN CHARGES ON PETROLEUM 


Respondents in No. 72, Atlantic Refining Co. vs. Ellerman 
& Bucknall Steamship Co., Ltd., et al., in which the complainant 
alleges that respondents accorded preference to. the Vacuum 
Oil Company, in connection with transportation of petroleum 
products from New York and Philadelphia to African and other 
ports, have filed answers with the Shipping Board setting forth, 
among other things, that there was a wide dissimilarity of 
conditions between the complainant’s contracts and the Vacuum 
contract, and between the respective services rendered by re- 
spondents under them, and that such dissimilarity was more 
than sufficient to justify the base differential of 53%, cents a case. 
It is contended the Vacuum interests were not preferred. (See 
Traffic World, May 16, p. 1209.) 


PORT COVINGTON TERMINAL 


“Economical handling of cargo and quick dispatch of ships 
are principal purposes of an ocean and rail terminal, for prog- 
ress in handling materials lies in the reduction of handling 
costs,” says a twelve-page illustrated pamphlet issued by the 
Western Maryland Railroad, describing its completed $8,500,000 
Port Covington Terminal, at Baltimore. An impressive display 
of materials handling equipment, including tractor-motor trains, 
electric bridges and cranes, tiering truckors, etc., is presented 
in the pictures. The merchandise piers and warehouses of the 
terminal, it is stated, were planned “with the view of trans- 
ferring freight from ship to car and from car to ship as eco- 
nomically as possible.” The advantages of Baltimore as a port, 
features of the terminal, facilities, rates, and other matters are 
covered. 


O’CONNOR ON MERCHANT MARINE 


Chairman O’Connor, of the Shipping Board, told the Na- 
tional Foreign Trade Council in New York May 27 that he had 
little patience with the “old and shop-worn slogan” of “our 
critics,” that “the government should get out of the shipping 
business,” because the fact was that the government “is so 
nearly out of the ship operating business that our annual ap- 
propriation for Shipping Board activities has been reduced from 
$50,400,000 in 1924 to $2,400,000 for the next fiscal year.” 

“These figures speak for themselves and suggest that in 
the future our chronic fault-finders will do well to devote their 
time and energy to developing a more constructive line of criti- 
cism,” said he. 

The Chamber of Commerce of the United States at its 
recent annual convention at Atlantic City adopted a resolution 
in which it stated it noted with satisfaction the progress that 
was being made in the development of an American merchant 
marine through aid to American shipping interests and that it 
advocated “continuation by the government of its efforts to get 
out of the shipping business.” (See Traffic World, May 9, p. 
1136.) 

Due to the vigorous sales policy of the board, said the 
chairman, about 71 per cent “of our foreign trade tonnage is 
now in private hands. Only 13 lines remain in the government’s 
possession, and it is our constant aim to dispose of these just 
as rapidly as we can find responsible buyers. The ships now 
building, or to be built in the future, will, of course, belong 
entirely to private American interests. We therefore look for- 
ward to the time, not far away, when our entire merchant fleet 
will be owned, operated, and, let us hope, manned by American 
citizens.” 

Chairman O’Connor made a particular appeal for support 
of American ships by American citizens. 


EXTENSION OF BARGE SERVICE 


President Hoover has been invited by Representative W. 
E. Hull, of Illinois, and Major General Ashburn, chairman of the 
Inland Waterways Corvoration, to attend the dedication of the 
river terminal at Peoria, Ill., about the middle of June. The 
terminal was built by the city and has been leased by the gov- 
ernment barge line in connection with the extension of barge 
service on the Illinois waterway to Peoria. 


IMPROVEMENT OF WATERWAYS 

Secretary of War Hurley has approved an allotment from 
river and harbor funds of $1,900,000 for the Missouri River, 
$1,500,000 of which is for continuing and expediting the work 
of improvement to obtain a 6-foot navigable channel from 
Kansas City to the mouth, and $400,000 of which is for carrying 
on operations pertaining to stabilization and control of the river 
between Kansas City and Sioux City, especially at Palermo, 
Parksville and Rushville Bends where the work already in- 
stalled, according to the War Department, is in danger of being 
outflanked by the unstabilized river adjacent thereto. 
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CENTRAL WESTERN BOARD 


The ninth annual and twenty-second regular meeting of the 
Central Western Shippers’ Advisory Board, and its agricultural 
council, will convene at the Hotel Bigelow, Ogden, Utah, June 
22 and 23. The first day will be devoted to a discussion of the 


following subjects: 


1. Expansion of the livestock feeding industry in Utah-Idaho 


territory. 
2. Wheat marketing conditions and prospects for disposition of 


1931 crop. 
3. Negotiations with Secretary Hyde concerning a public hear- 


ing to determine the effectiveness of and necessity for quarantines 
against alfalfa weevil. 

4. Possibilities of greater utilization of by-products of the farm. 

The first subject will be divided into five subdivisions, as 
follows: (a) The value of live stock feeding to agricultural 
communities where the industry is practical, by Prof. E. F. 
Rinehart, animal husbandman, University of Idaho; (b) func- 
tions of the terminal live stock market and advantages of 
orderly marketing to live stock feeders, by K. C. Ikler, general 
manager, Ogden Union Stockyards Company; (c) the value of 
live stock feeding as an outlet for agricultural by-products and 
surplus farm crops, by E. R. Alton, manager, Globe Grain and 
Milling Company, Ogden, Utah; (d) live stock feeding—the 
basis of maintaining soil fertility—by Douglas Scalley, district 
manager, Utah-Idaho Sugar Company, Salt Lake City; (e) 
financing live stock feeding operations, by H. B. Crandall, 
First National Bank of Salina, Utah. 

Subject two will be presented by C. E. Huff, president, 
Farmers’ National Grain Corporation. 

Subject three will be participated in by representative agri- 
culturists from each state in the territory, as well as repre- 
sentatives of the Western Plant Quarantine Board and the 
Federal Bureau of Entomology. 

Subject four will be handled by R. E. Shepherd, president 
of the Idaho State Chamber of Commerce, who is also chairman 
of the agricultural council of the board. 

The second day will be devoted to the usual order of busi- 
ness, including reports by commodity committees covering esti- 
mated car and service requirements for the third quarter of 
1931. These will be supplemented by reports from all railroads 
in the territory, concerning operating conditions and prepara- 
tions to meet shipping requirements. Election of a general 
chairman, alternate general chairman and general secretary will 
take place. 

Outstanding on the program of the second day, will be an 
address on “The Silver Problem as an Economic Factor in 
World Business,” by Will Mont Ferry, president of the American 
Silver Producers’ Association, an international organization, 
including producers in Canada, Mexico, Central and South 
America. 

The Ogden and Salt Lake City chambers of commerce, the 
Ogden Union Stock Yards Company and various vicic interests 
of Ogden have charge of arrangements and report an expected 
attendance of approximately 500. An auto trip up Ogden Can- 
yon in the cool of the evening will conclude the program. 


RECIPROCAL BUYING 


The Traffic World Washington Bureau 


The Federal Trade Commission has announced that argu- 
ment on the commission’s complaints against the Waugh Equip- 
ment Company and the Mechanical Manufacturing Company will 
be heard June 11 and 12 in the commission’s hearing room in 
Washington. The complaints allege unfair methods of competi- 
tion in the sale of railway equipment. 

The Interstate Commerce Commission has announced that 
a hearing will be held in No. 22455, in the matter of reciprocity 
in purchasing and routing, with respect principally to matters 
involving the New York Central Lines, at the Hotel Statler, 
Detroit, Mich., June 24, and at Hotel Gibson, Cincinnati, O., July 
2, before Examiner John L. Rogers. 

The Waugh case will be argued before the Federal Trade 
Commission June 11 and the mechanical case the following day, 
each argument to begin at 2 p. m. 

Everett F. Haycraft, special attorney for the trade commis- 
sion, has submitted briefs on the records in the cases, and on 
reports made by the trial examiner, the latter not having been 
made public by the commission. 

In the mechanical company case it is alleged that the com- 
pany in cooperation with R. O’Hara and W. A. Mayfield, traffic 
department officials of Swift & Company, sought to induce and 
compel and had induced and compelled railway companies to 
buy draft gears and other railway equipment manufactured and 
sold by the mechanical company in preference to equipment 


manufactured by other companies by promises and threats with 
reference to freight traffic to be furnished or not furnished by 
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Swift & Company and subsidiaries to the railroads 
Waugh case similar allegations were made with respect 
company and its draft gears and Armour and Company 
dividual respondents being Arthur Meeker, Frederick 
and J. B. Scott. 


Disagreement between Mr. Haycraft and the tria] exami 
is indicated in the mechanical company case. The former takes 
exception to a statement of the trial examiner that there a 
no conclusive showing of express threats to divert or of act .- 
diversion of traffic of Swift & Company or its subsidiaries — 
any railroad for the reason that it failed to buy durable “so 
ing posts, draft gears, etc., nor was there any such showing fA 
promises in express terms to increase or actual increases ot 
traffic from Swift & Company or its subsidiaries to railroads f 
the reason that they bought equipment of the types involved, 
Mr. Haycraft contends that the examiner’s report instead shoyiq 
state that there was substantial evidence of threats to diver: 
and the actual diversion of traffic of Swift & Company or its 
subsidiaries from railroads and that there was actual evidence 
of promises to increase and the actual increasing of traffic. — 


Mr. Haycraft asks the trade commission to issue cease anj 
desist orders requiring discontinuance of the practices com. 
plained of. In the Mechanical case he says that if, as was 
intimated in testimony, there had been a merger of. the Me. 
chanical and Waugh companies, the order of the commission 
should be broad enough “to cover any activity of the individual 
respondents which would employ or use the traffic of Swift ¢ 
Co. in the solicitation of business for any company in which 


In the 
to that 
Y, in- 
W. Ellis 


members of the Swift family are stockholders or are finan. 


cially interested.” 


It is contended by Mr. Haycraft with respect to the Me. 
chanical case that the conduct revealed by the testimony “may 
well be described in the language of the street as a ‘racket’ and 
opposed to good morals, because characterized by oppression 
and therefore clearly an unfair method of competition which, 
if followed to the ultimate end, if not stopped, would certainly 
result in a dangerous tendency to unduly hinder competition 
and to create a monopoly.” Continuing, he said in part: 





This is not the ordinary case of so-called “reciprocity” where a 
large shipper located on a railroad line has a commodity which the 
railroad can use and everything else being equal, including price and 
quality, the railroad favors the concern located on its line. The 
Mechanical Manufacturing Company, the respondent corporation, had 
no substantial business to offer any railroad; it had no manufactur- 
ing plant located on any particular line, so there really was no éle- 
ment of reciprocity existing between it any any railroad company. 
The only possible reason the respondent corporation had in enlist- 
ing the services of the traffic department employes of Swift & Com- 
pany, individual respondents herein, was because of the volume of 
traffic of Swift & Company and its subsidiaries controlled and the 
weight such volume would have with the traffic departments of the 
railroads to whom respondent corporation sought to sell its products. 
It was well recognized, of course, by officials of the respondent cor- 
poration that it would be futile for it to utilize the reciprocity argu- 
ment in connection with the sale of its gears to the railroads, for 
the reason that no appreciable volume of traffic could be promised, 
but just as soon as the railway officials knew that Swift & Company, 
or any of its owners were interested, a different situation was cre- 
ated, for the traffic officials of the railroad could be induced and 
were induced to persuade the purchasing officials of the railroads to 
purchase respondent’s gears in preference to others where it would 
have been impossible for respondent to secure a sale under ordinary 
circumstances. 


Similar argument is made by Mr. Haycraft in the Waugh 
case. 


OHIO VALLEY ADVISORY BOARD 


The twenty-ninth regular meeting of the Ohio Valley Ship 
pers’ Advisory Board will be held at the Indianapolis Athletic 
Club, Indianapolis, June 16. H. B. McNeely, traffic commis 
sioner, Chamber of Commerce, Indianapolis, is general chairmal 
of the committee on arrangements. 

The meeting will be presided over by General Chairman 
L. E. Banta, traffic manager, Indianapolis Board of Trade. There 
are approximately twenty-two standing commodity committees 
representing the leading business interests in the territory. The 
chairman of each one of these will render a report coverlné 
anticipiated transportation requirements and general business 
trend for the third quarter of the year. Representatives of the 
railroads will be present and report on general operating con 
ditions, condition and supply of equipment, and new construction 
work anticipated or recently authorized. 

W. J. McGarry, manager, open top section, car service divi- 
sion, American Railway Association, Washington, D. C., is & 
pected to address the meeting on “Transportation Conditions 
Throughout the United States and National Business Forecast. 

Following adjournment of the meeting at 12:30 PD. M» Hd 
Indianapolis Traffic Club has arranged a luncheon program 2s 
honor of the board, at the Athletic Club. At the luncheon 4 
short address on “Taxation” will be delivered by L. J. Bored: 
stein, president of the Chamber of Commerce. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
I mature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A trafic man of long experience and wide knowl- 
edge will answer questions canons: Sag practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washingten, D. C. 
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Demurrage—Application of State Debits and Credits to Inter- 
state Debits and Credits, or Vice Versa 


Georgia.—Question: Referring to your answer to “Georgia,” 
on page 926 of the April 11, 1931, issue of The Traffic World. 

I have just examined the report of the Commission in 
Docket 21765, Interstate Engineering and Construction Company 
vs. Pennsylvania Railroad Company, 173 I. C. C. 148, and do not 
think it covers the point in issue. In that case the tariff spe- 
cifically provided that it was applicable to both interstate and 
intrastate traffic. In these circumstances, it was entirely proper 
to combine the interstate and intrastate debits and credits in 
one average agreement. 

In Virginia two separate and distinct sets of rules are in 
effect, the one applicable on interstate traffic and the other 
on intrastate traffic, and the rules issued by B. T. Jones, agent, 
specifically provide in item 1, paragraph (2) that they are not 
applicable on Virginia intrastate traffic. 


Under these conditions it is still our contention that it 
would be improper, if not illegal, to combine the interstate and 
intrastate debits and credits in one average agreement. In 
this view able counsel concur. 


Answer: The Commission, in its decision in 173 I. C. C. 143, 
seems to state that notwithstanding the fact that the Uniform 
Demurrage Tariff contains both intrastate and interstate de- 
murrage rules, these rules are separate and distinct in so far 
as intrastate and interstate traffic is concerned. If this is true, 
the fact that on Virginia intrastate traffic the rules are pub- 
lished in a tariff other than the Uniform Demurrage Tariff does 
not affect the application of the rules in so far as the combining 
of interstate and intrastate debits and credits are concerned, 
as in effect the Uniform Demurrage Tariff is a number of tariffs 
under one cover, i. e., an interstate demurrage tariff and numer- 
ous tariffs with respect to demurrage rules on intrastate traffic. 

The question as to whether interstate and intrastate debits 
and credits may be combined has not been the specific point in 
issue in a decision of the Commission, the Commission, in Inter- 
state Engineering & Construction Co. vs. Pennsylvania R. Co., 
173 I. C. C. 143, stating: 


The evidence of record is directed chiefly, if not entirely, to the 
sole question of whether or not notice of constructive placement 
was sent to complainant iu respect of the cars containing intrastate 
shipments and the demurrage accruing for the detention thereof. No 
evidence was introduced to show that if the demurrage charges on 
the intrastate cars were legally assessed the total amount of the 
demurrage charges collected by defendant based upon the average 
monthly detention of both intrastate and interstate cars was illegal. 


However, the fact that the Commission refused to pass upon 
the charges applicable on a car moving in intrastate commerce, 
which car was included in an average agreement covering cars 
which had moved in both intrastate and interstate commerce 
seems significant. 

See, also, Kansas Flour Mills Corp. vs. A. T. & S. F. Ry. 
Co., 168 I. C. C. 788, in which case the Commission said: 


Shipments which never left the state of Kansas would obviously 
have to be segregated, not only because of our lack of jurisdiction, 
but also because of their bearing upon the adjustments of debits 
and credits under the average agreement under which complainant’s 
shipments were received. Complainant has had ample opportunity to 
prove such facts as might establish our jurisdiction. 


Freight Charges—Liability of Consignee for Undercharge 


Michigan.—Question: We have an instance with one of our 
shippers involving an undercharge, upon which we should like 
to have your opinion, also court references, if possible. 

This question involves a carload of lumber. sold on a de- 
livered basis. Later the carriers found an error in the charges 
amounting to $14.16. They sent their statements to the shippers, 
who in turn remitted them check for the amount. The check 
was accepted by the carriers and deposited with the bank. 
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Later the check was returned through bank channels to the 
carriers with the information that the bank had closed while 
the check was in progress through clearing house Channels 
The carriers then took the matter up with the shippers and 
they in turn advise that, due to the closing of the bank with 
whom they did business, it left them without funds ang they 
could not take care of the amount. 

The carriers are now endeavoring to collect from the cop. 
signee, and it is our opinion that a district supreme court gg 
cision was rendered some time ago which covered a cage of 
this kind, and we are under the impression that the court hel 
that where the carrier had accepted payment by check, ang jy 
the meantime the bank closed, the carrier had no action against 
the consignee, inasmuch as the shippers had signified thei; 
willingness to pay and the question involved was not the Day- 
ment of undercharge, but dealt with the form of payment, whic, 
was a check drawn through a bank which had become insolvent 

We are unable to locate reference to this court decision, and 
we shall appreciate your assistance. 


Answer: The case to which you have reference ig the 
decision in Fullerton Lumber Co. vs. C. M. & St. P. R. R. Co, 
282 U. S. 520, 51 Sup. Ct. Rep. 227, in which case it was held 
that the carrier’s unjustifiable delay in presenting a check pe. 
fore the failure of the bank on which it Was drawn precludes 
a recovery of its charges from the party from which it received 
the check. 

In the instant case, it does not appear that there was up. 
justifiable delay on the part of the carrier in presenting the 
check of the consignor, and that collection cannot be had from 
that party, but, regardless of these facts, unless there are other 
circumstances present which differentiate the present instance, 
recovery may be had from the consignee, under the principle 
of the decision in P. C. C. & St. L. Ry. Co. vs. Fink, 250 U. §, 
577, 40 S. Ct. Rep. 27, in which case the court said: 


When the carrier turned over the goods to Fink upon a mistaken 
understanding of the rate legally chargeable, both it and the con- 
signee undoubtedly acted upon the belief that the charges collected 
were those authorized by law. Under such circumstances consistently 
with the provisions of the interstate commerce act the consignee was 
only entitled to the merchandise when he paid for the transportation 
thereof the amount specified as required by the statute. For the 
legal charges the carrier had a lien upon the goods, and this lien 
could be discharged and the consignee become entitled to the goods 
only upon legal tender or payment of this rate. Texas & Pacific 
Railway Company vs. Mugg, 202 U. S. 242. Thé transaction, in the 
light of the act, amounted to an assumption on the part of Fink 
to pay the only legal rate the carrier had the right to charge or 
the consignee the right to pay. This may be in the present as well 
as some other cases a hardship upon the consignee due to the fact 
that he paid all that was demanded when the freight was delivered; 
but instances of individual hardship cannot change the policy which 
Congress has embodied in the statute in order to secure uniformity in 
charges for transportation. 


Tariff Interpretation—Charges Applicable on Car Containing 
Portion of Shipment Transferred from Overloaded Car 


Texas.—Question: Please let me have your opinion on the 
following question: 

Tariff names a flat rate of $16 per car on rough logs fora 
distance of 68 miles. The car is scaled en route and found to 
be overloaded, and 13,000 pounds of logs are transferred to 
another car. The railroad coynapany makes a charge of $1.6) 
for the transfer. Will you please advise if it is proper for the 
railroad company to haul the part car free, or should shippers 
pay $32 for two cars because of the fact that car was over 


loaded? 
Answer: 


In Memphis Freight Bureau vs. St. L. S. W. Ry. 
Co., 115 I. C. C. 409, the Commission holds that the charges 
assessed on a shipment under the provisions of a tariff apply: 


ing to overloaded cars, were not unreasonable. In this case 
the Commission discusses the obligation of the shipper to ob- 
serve the safe loading capacity of cars, stating that the carrer 
is obligated to furnish proper equipment for the safe traus- 
portation of goods which it holds itself out to carry, and that 
it is the corresponding duty of the shipper to load his goods 
properly for shipment and to observe carriers’ rules which 
have as their object the protection of such equipment. of 

If the carrier over which the shipment in question .""" 
has a tariff of the nature of St. L. S. W. Tariff I. C. C. No. 3374, 
quoted from in the above referred to case, charges should be 
assessed in accordance therewith. 

In the event that the carrier over which the shipment movet 
has no tariff applicable to overloaded cars, it is a question 
the Commission to determine as to what is a reasonable — 
to be assessed on the shipment. See Memphis Freight —_* 
vs. Kansas City Southern Ry. Co., 17 I. C. C. 90, in which 
Commission held that where a transportation service has I 
rendered for which no tariff authority whatever existed 
where the shipper has paid the sum claimed by the my 
for that service, the Commission has jurisdiction to inquirs -“ 
was a reasonable charge for the service and to order the 
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We hear of the beauties of their country, their 


Mexicans and other South- fruits and vegetables, their climate, their Holly- 


westerners do not tell us— 


wood but — they forget to tell us about their 
markets for Eastern goods. They have wonder- 
ful cities out there; vast populations, some concentrated, some scattered, 
that consume great quantities of those things that are made in all parts 
of the country. The Santa Fe serves those markets—One Line—On 
Time—all the way. 

A good part of those California products that you enjoyed last win- 
ter, fresh vegetables and fresh fruits came to you by Santa Fe because 
Santa Fe specializes in fast freight service with every possible care. 
Santa Fe makes no exceptions, west bound freight whether it is films 


@ There or electric motors gets careful handling to destination just as east 


is a Santa Fe man 
in each city listed 


bound fruits and vegetables do. That is why you should at least try 


below, call him in Santa Fe service to the Southwest and Pacific Coast Markets. 


Abuquerque, N. M. Clinton, Okla. Houston, Tex. New Orleans, La. Pueblo, Colo. Santa Barbara, Calif. 
— Tex. ColoradoSprings,Colo. Hutchinson, Kan. New York, N. Y. St. Joseph, Mo. Santa Rosa, Calif. 
— Kan. Dallas, Tex. Indianapolis, Ind. Oakland, Calif. St. Louis, Mo. Seattle, Wash. 
—— Ga. Des Moines, la. Joplin, Mo. OklahomaCity, Okla. Sacramento, Calif. Stockton, Calif. 
ono Tex. Denver, Colo. Kansas City, Mo. Paris, Tex. Salt Lake City, Utah Temple, Tex. 
boffaic Mass, Detroit, Mich. Leavenworth, Kan. _ Peoria, Ill. San Angelo, Tex. Topeka, Kan. 
Chi o, N. ¥ EI Paso, Tex. Los Angeles, Calif. Philadelphia, Pa. San Antonio, Tex. Trinidad, Colo. 
Cinch m Fort Madison, la. Lubbock, Tex. Phoenix, Ariz. San Bernardino,Calif. Tulsa, Okla. 
Gordan O. Fort Worth, Tex. Mexico City, Mex. _ Pittsburgh, Pa. San Diego, Calif. Waco, Tex. 

and, O, Fresno, Calif. Milwaukee, Wis. Pomona, Calif. San Francisco, Calif. Wichita, Kan. 

Galveston, Tex. Minneapolis, Minn. Portland, Ore. San Jose, Calif. Wichita Falls, Tex. 
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payment of whatever the carrier has collected over and above 
such reasonable charge. 


Tariff Interpretation—Application of Section 3-B of Rule 34 of 
the Classification 

Nebraska.—Question: Please refer to section 3, paragraph 
B, rule 34, Consolidated Classification No. 6. 

A shipper orders a 50-foot car for loading a commodity with 
a 12,000-pound minimum, subject to rule 34. The carrier fur- 
nishes a 36-foot and a 40-foot car in lieu of the 50-foot car 
ordered. 

The total weight of the shipment is 21,500 pounds, which 
can be loaded in a 50-foot car. The 40-foot car is loaded to full 
visible capacity, but the carrier’s track scale weight develops 
that the car contains 11,600 pounds. The balance, or 9,900 
pounds, is loaded in the 36-foot car. 

The bill of lading carries the notation: ‘50-foot car ordered, 
one 36 and one 40 foot car furnished, carriers’ convenience, 
40-foot car loaded to full carrying capacity.” 

The carriers are assessing charges on 13,440 pounds mini-- 
mum for the 40-foot car, and 9,900 pounds at actual weight in 
the 36-foot car. This resulted in the assessment of charges on 
1,840 pounds more than the actual weight. 

Although the shipper did everything possible to comply 
with the classification rule, the consignee is being penalized. 
This appears unreasonable, as the carrier’s inability to furnish 
a car of the size ordered is the one and only cause of the addi- 
tional freight charges. 

Please give your opinion, as well as any Interstate Com- 
merce Commission decisions covering. 

Answer: In the last report of the Commission in Dallas 
Transfer Company vs. Southern Pacific Co., 165 I. C. C. 475, 
the Commission found not unreasonable the provisions of sec- 
tion 3-B of rule 34 of the classification, under which charges 
are assessed on the amount loaded in one of two cars furnished 
in lieu of a larger car ordered but not less than the minimum 
weight for this car and the actual weight on the amount loaded 
in the other car. 

In its decision in the above referred to case the Commis- 
sion said, with respect to instances where the minimum weight 
could be loaded in the size car ordered but the minimum could 
not be loaded in one of the cars furnished in lieu of the larger 
car ordered, that the remedy lies in a readjustment of the 
minimum weight prescribed by the rule for cars of different 
sizes to correspond with the actual loading possibilities rather 
than in amending the rule by eliminating the requirement that 
charges must be assessed on the minimum weight for one of the 
cars. The Commission suggests that the readjustment in the 
minimum weights prescribed by rule 34 for cars of different 
sizes to correspond with the actual loading possibilities could 
perhaps best be done by graduating the minimum weights 
according to differences in the cubic feet of car space rather 
than according to differences in length only. 

The remedy of the shipper in the instant case seems to 
lie in this direction. 


Lateral Branch of Railroad—Construction of Term as Used in 
Paragraph 9, Section 1 of Act 


Pennsylvania.—Question: Section 1, transportation act 1920, 
paragraph 9, refers to “any common carrier subject to the pro- 
visions of this chapter, upon application of any lateral, branch 
line of railroad, or of any shipper tendering interstate traffic 
for transportation,” etc. 

Will you please advise me what is meant by lateral and 
branch line of railroad in this paragraph, and why it is so used? 

Answer: In B. & O. S. W. R. Co. vs. United States, 195 
Fed. Rep. 962, it is held that whether or not a road is a lateral 
branch line of railroad under this paragraph depends on its 
relation to the line with which a switch connection is desired, 
and not to the shippers or territory; that it is such a lateral 
branch line of railroad when tributary to or dependent upon 
another line for an outlet, but not when in effect an inde- 
pendent and competing line. 

In Interstate Commerce Commission vs. D. L. & W. R. Co., 
216 U. S. 531, 30 S. Ct. Rep. 415, it is said that there is force 
in the contention that the words mean a railroad naturally 
tributary to the line of the common carrier ordered to make 
the connection and dependent upon it for an outlet to the mar- 
kets of the country, and in the argument that a road already 
having connecion with the lines of two carriers subject to the 
act, and having joint routes and through rates with them, could 
not be regarded as a lateral branch line of railroad of another 
road situated.like the appellee in the case, but it would be 
going far to lay down the universal proposition that a feeder 
might not be a lateral branch road of one line at one end, and 
of another at the other. 

In the case last referred to it was held that the object of 
this paragraph was not to give a roving commission to every 
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road that might see fit to make a descent upon a main line, byt 
primarily, at least, to provide for shippers seeking an Orlin 
either by a private road or 2 branch. is 

In Montano vs. P. C. C. & St. L. Ry. Co., 48 1. C. ©. 798 the 
Commission held it was without jurisdiction to enforce 4, 
construction of a physical connection between the tracks of the 
P. C. C. & St. L. Ry. and the Dayton Railway, citing certain 
cases, including the decision of the Supreme Court in the Case 
which is referred to above, from which it quoted at some length, 


Storage—Notice of Unclaimed Shipments 


Michigan.—Question: Rule 2, section B-1, of Amrican Rail- 
way Tariff No. 1-H, I. C. C. No. 2197, provides that notice Shall 
be immediately sent or given consignor of refusal of legs-thap. 
carload shipments. However, respecting unclaimed legs-thap. 
carload shipments, this rule provides, that such a shipment wij 
be treated as refused after fifteen calendar days from expiration 
of free time. 

The ruling respecting unclaimed shipments appears to pe 
unreasonable and discriminative in so far as applied to order. 
notify shipments. Order-notify shipments remain the property 
of the consignor, who, according to this ruling, has no informs. 
tion about the unclaimed shipment until fifteen days after oy. 
piration of free time. However, the carrier is allowed to make 
a charge for storage during this period. In view of this, jt 
seems unreasonable and discriminative, in the event that the 
consignor is obliged to make reconsignment, and thereby assume 
all accumulated storage and draying charges. : 

According to rule 5, section A, the unclaimed shipment a 
the option of the carrier may be sent to public warehouse. 
This option, in many transactions, is effected by the carrier 
on and after the fifteenth day period, resulting in additional 
drayage charges. This take place at about the same time that 
the first notice of unclaimed shipment is sent to the consignor, 

It would not appear to be unreasonable or discriminative to 
supplement this ruling to read, ‘Unclaimed less-than-carload 
shipments will be treated as refused after three days from ex- 
piration of free time.” 

If possible, let us have your point of view regarding the 
effects that the application of the proposed change may have. 
Please supply us with any information that you have on the 
present ruling. 

Answer: We are not advised of the considerations which 
led to the establishment of the 15-day period provided for in 
section A, of rule 5, of the Storage Tariff, after the expiration 
of which time an unclaimed shipment will be treated as refused 
and notice sent or given the consignor that the shipment is on 
hand at destination. 

It is to be observed that a period of five days from the 
first 7 a. m. after the day on which notice of arrival has been 
sent or given to the consignee, as is provided for in rule 4 of 
the Demurrage Tariff. That a somewhat shorter period might 
be provided for less-than-carload shipments subject to the pro 
visions of the Storage Tariff seems reasonable. 

However, judging by the decisions of the Commission in 
Kehoe & Co. vs. Nashville, Chattanooga & St. Louis Ry. Co, 14 
I. C. C. 555, and Famechon Co. vs. C. B. & Q., 45 I. C. C. 5%, 
any change must necessarily be the result of voluntary action 
on the part of the carriers. 


Freight Charges—Liability of Consignor Where Consignee Pays 

Freight Charges but Does Not Take Possession of Goods 

Texas.—Question: We will appreciate your giving us, i 
possible, any Interstate Commerce Commission decisions y0 
may have which would cover the following: 

On September 11, 1929, we made shipment of one car 0 
poles from point A to point B. Freight charges were paid b: 
the consignee upon arrival of car, but they did not take = 
session of poles, as consignee went into bankruptcy shorty 
after arrival of this shipment. On March 7, 1920, we = 
advised by the railroad company that they had unloaded and 
stored these poles on the right-of-way and that storage charges 
were accruing at the rate of $5 per day. We immediately ad 
vised the railroad company that we had no interest whate’e 
in the poles, as our account has been fully satisfied. — 
on April 24, 1931, we received notice from the railroad come 
that the poles would be sold at public auction and if they i 
not get an amount sufficient to justify accrued charges we ¥0 
be held for the deficit. = 

Are we, as consignor, liable for additional charges 12 a 
of our having notified the railroad that our interest in this s ; 
ment was fully satisfied; also, it has been practically two sea 
since this shipment arrived at destination, and it would oe 
to us that the railroad company should have made previo™ 
efforts to dispose of these poles before this date. 

Answer: There is no contractual relation be 
rier and the consignee by the mere designation of 
consignee which obligates him to receive the g00 
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the freight charges. However, the receipt of the goods by the 
consignee constitutes an implied promise to pay the freight 
charges thereon. 

The consignor, however, as the party who entered into the 
contract of shipment with the carrier, is ordinarily primarily 
liable for the payment of the freight charges, his liability being 
separate and distinct from that of the consignee, who, by accept- 
ing the goods, obligates himself to pay the charges. 

As to demurrage charges accruing at point of destination 
by reason of delay on the part of the consignee in taking de- 
livery of goods, the consignee being the party in fault becomes 
liable therefor. Where, however, the goods are not accepted 
by the consignee, the consignor is liable for demurrage charges. 
See Bewley-Darst Coal Company vs. W. & A. R. R. Co., 87 S. E. 
703; Baltimore, etc., R. Co. vs. Luella Coal Co., 81 S. E. 1044. 

In the instant case, the consignee, by the payment of the 
freight charges, claimed the shipment, even though possession 
remained with the carrier. There was, however, no actual de- 
livery of the shipment. See Southern Ry. Co. vs. Prescott, 240 
U. S. 632, 36 S. Ct. Rep. 469, in which case the court said: 


It is apparent that there had been no actual delivery of the nine 
boxes. The payment of the freight had no greater efficacy than if it 
had been made in advance of the transportation. The giving of a 
receipt for the goods by the consignee did not alter the fact that 
they were still held by the railroad awaiting actual delivery. The 
transaction at most could not be deemed to accomplish more than 
if the parties had agreed that until such delivery the goods should 
be held under a special contract—in lieu of the prescribed conditions, 
and this they could not effect without violating the act which gov- 
erned the shipment. It could not be said, for example, that while 
under the filed regulations the railway company was to make a 
“reasonable charge for storage’’ pending delivery that it would agree 
with a particular shipper, or consignee, to hold gratuitously; nor 
could it alter the terms of its responsibility while the goods remained 
undelivered. The actual service in holding the goods continued and 
we must look to the bill of lading to determine the legal obligation 
attaching to that service. 


We can locate no cases specifically in point, although in 
Vanderbilt vs. Planters Oil Mill & Gin Co., 106 Sou. 14, and 
Davis vs. Lancaster Oil & Gas Co., 17 S. E. 692, it was held 
that the party causing the accrual of demurrage charges is 
liable therefor. The same principle should be applicable in the 
case of storage charges. 

In our opinion the carrier should have looked to consignee 
or the receivers thereof for disposition of the shipment. 


With respect to the obligation of the carrier to sell goods 
within a reasonable time, see our answer to “Florida,” on page 
994 of the Oct. 29, 1927, Traffic World, under the caption, “Freight 
Charges—Liability of Owner for Balance of Freight and Storage 
Charges where Amount Realized from Sale of Goods Is Less 
than Legally Published Charges.” 


With regard to the sending or giving of notice to the con- 
signor of unclaimed goods, in accordance with the provisions 
of section B-2 of rule 2 of the Storage Rules, which provides 
that storage charges may not lawfully be assessed on a ship- 
ment for the period between the date the notice should have 
been sent and the date it was actually sent, see Republic Coal 
Co. vs. C. St. P. M. & O. Ry. Co., 85 I. C. C. 331, and C. R. I. & 
P. vs Waldo, 216 Pac. 911, the principle of which cases is ap- 
plicable to storage charges. 


Reconsignment—Failure of Carrier to Reconsign Before Ship- 
ment Gets Out of Route 


Illinois —Question: Please refer to your answer to “Penn- 
sylvania,” March 14, 1931, Traffic World, page 682. 

If the writer correctly understands the question, he takes 
a somewhat different view as to the carrier’s obligation, than 
that outlined by you. While your inquirer does not state on 
whose rails C is located, it is a point presumably on a third 
line. However, even if C is a point on carrier E, it would not 
affect the conclusions the writer arrives at. 

Please note that no mention is made that any specific rate 
was to be protected in connection with the diversion requested. 
Further, and what would seem to be the controlling factor, 
junction Y, the point of interchange between A and C, via which 
junction the joint through rate applies, is a junction “short” 
of X, at which point the traffic for B would naturally move. 

While it is true that the uniform reconsigning rules carry 
the rule quoted by you, as to the carriers’ responsibility for 
effecting diversion, the uniform rules also contain a further rule, 
No. 4, par. (a), reading: 


The rules published herein, governing the diversion or reconsign- 
ment of freight, are applicable while the freight is in possession of 
the Ry. Co., as a road haul carrier ; also when it has 
reached billed destination on this railway and has been delivered to 
switching road for placement. 


The same rule, par. (c), provides that: 
When diversion or reconsignment is requested after shipment has 


passed out of possession of this railway, or when request is received 
too late for this railway to effect the change desired, such request 
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will be transmitted to direct connecting carrier to which shi 
was delivered; then the responsibility of this company wi] a 


The writer does not believe that there is anythj 
will obligate a carrier to transmit diversion instructions to 
connection “short” of its own rails. The diversion instructions 
in the case under discussion, should have been given carrier 4 
the originating line, and who probably could have intercepted 
the car before it passed junction Y. 

Don’t you think that it is presuming just a little 
to expect a carrier to transmit reconsigning instructi 
shipment on which they apparently are not expecte 
get a haul? 

Answer: The cases, to which reference is made in our an- 
swer to which you refer, do not deal with the duty of a carrier 
accepting instructions to reconsign a shipment which hag not 
been received by it from a connecting line at the time the in- 
structions are given to it, and we can locate no case specifically 
in point. ; 

However, where, as in the instant case, the movement to the 
reconsigned destination was to be via its line (point ¢ being 
on carrier E and junction Y being the connection between car. 
riers D and E), we believe that it was the duty of carrier E 
after having accepted reconsigning instructions, to use due 
diligence to forward the instructions to carrier D, inasmuch as 
it knew that the shipment would have to move out of route ig jt 
passed junction Y, when destined to point C. See the state. 
ment in the second paragraph on page 218 of the Commission's 
decision in Beaumont Export & Import Co. vs. L. W. R. Co., 
151 I. C. C. 215, the principle of which is, in our opinion, ap- 
plicable in the instant case. 
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SOUTHERN TRAFFIC LEAGUE 

Previous indorsement by the Southern Traffic League of 
the proposal for the stabilization of intercoastal water rates by 
the extension to the Shipping Board of regulatory powers simi- 
lar to those of the Interstate Commerce Commission will be 
subjected to review at the meeting of that organization in 
Atlanta, June 11, and an effort will be made to rescind the ap- 
proval, according to reports. Opponents of the stabilization 
movement are understood to be seeking support of the League 
members for an about-face on the proposal. 


The earlier position taken by the League is understood 
to have been based to a large extent on the importance of the 
southern pine industry in the territory embraced by the traffic 
group south of the Ohio and east of the Mississippi rivers, and 
the same interests are actively seeking support to hold the 
organization in line. 


Among other things, the program provides for discussion 
of general reductions in both freight and passenger rates and 
stopping of cars in transit partially to unload or complete load- 
ing of carload freight. 


EMERGENCY BOARD AND L. & A. DISPUTE 


The emergency board appointed by President Hoover under 
the railway labor act to investigate and report as to a dispute 
between the Louisiana & Arkansas Railway Company and its 
shopmen, involving wages, has made its report to the President. 
Reports of emergency boards appointed heretofore by the Presi- 
dent have been made public, but the President has announced 
that the report in the instant case will not be made public, 
pending further effort to settle the dispute, which is said to 
affect about 125 men. Representatives of the L. & A., said the 
President, were coming to Washington to discuss the matter 
with officials of the Board of Mediation, and the President hopes 
a settlement will be effected by the road and its men. The 
President made this explanation of the situation as the result 
of inquiries as to the report not having been made public. The 
emergency board was appointed April 16. It had thirty days 
in which to make its report. For thirty days thereafter, unde! 
the railway labor act, the status quo is to be maintained. 


CAR SURPLUS REPORT 


The average daily surplus of freight cars in the per hed 
8-14, inclusive, was 608,671, as compared with 601,390 ner ‘oe 
preceding period, according to the car service division 0 ~ 
American Railway Association. The surplus was made up as 
follows: : 40,223; 

Box, 250,747; ventilated box, 1,903; auto and furniture, total 
total box, 292,879; flat, 20,316; gondola, 134,025; hopper, 112,- 450: ‘Te- 
coal, 246,272: coke, 701; S. D. stock, 25,553; D. D. stock, 4.49% 
frigerator, 16,081; tank, 651; miscellaneous, 1,768. 


jod May 


Canadian roads reported a surplus of 31,935 cars, mee oe 
of 28,500 box, 800 auto and furniture, 100 flat, 150 gondola, ™ 
8S, D. stock, 1,500 refrigerator and 385 miscellaneous cars, 
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COMES IN 


HROUGHOUT the world those who follow the sea 

recognize the Port of Norfolk as “The World's Greatest 
Natural Harbor.” Throughout the United States traffic man- 
agers have found that one of the greatest taxes on foreign 
freight, measured in cost, time and damage to merchandise, 
is the transfer between ship and rail. 


At Lambert Point (Norfolk, Va.) the Norfolk and Western 
Railway owns five modern merchandise piers capable of dock- 
ing twenty-three cargo vessels. In the slips are thirty-five feet 
of water, providing dockage for any merchantman afloat. Nor- 
folk and Western rails enter the transit sheds where both load- 
ing and discharging--direct from car to ship and vice-versa--are 
weather protected. Thus the railway is enabled by rail to re- 
ceive from or deliver to every rail terminal in the harbor at 
which ships load or discharge and without the use of lighters. 


The railway’s enormous warehouses at the Port of Norfolk 
have large sections under both temperature and humidity con- 
trol. There is continuous shelter for freight from pierto storage 
--and every modern freight handling device including a fleet 
of gas and electric tractors, portable cranes, escalators, piling 
machinery and trucks designed for varied uses. 

Added to the foregoing facilities are the Norfolk and 
Western Railway's traffic and operating staffs, both ever 
mindful that efficiency and economy are primary factors 
“when your ship comes in” .. . . or leaves. 


Norfolk and Western Freight Traffic Department representatives, 


at points shown below are at your service. 


New York Norfolk Chicago 


Cincinnati San Francisco 
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Doings of the Traffic Clubs 








The Traffic and Transportation Association of Pittsburgh 
will close its fiscal year June 5 with a membership of over a 
thousand. The annual election will be held that evening at 
the Keystone Athletic Club and there will be a program, of 
entertainment. An attendance of about six hundred is expected. 
The ticket of nominations is headed by M. D. Perry, Pittsburgh 
Screw and Bolt Company, and V. C. Viskochill, Pittsburgh Un- 
derwriters’ Association, candidates for president. 





The Tri-State Traffic Club will hold an “inter-city” meeting 
with the Chamber of Commerce of Carthage, Mo., June 16. 





“The Soviet Union as a Market for American Products” 
will be discussed by L. M. Rutenberg, New York, vice-president, 
Amtorg Trading Corporation, at a dinner meeting of the Export 
Managers’ Club of Chicago at the Great Northern Hotel, June 
4. Through the courtesy of the United Fruit Company, a film, 
“Tropic Splendor,” will be shown. 





Mrs. Julia M. Turechek, chief clerk, Panama Mail Steamship 
Company, has been elected president of the Women’s Traffic 
Club of Los Angeles. She has been with the Panama Mail 
Steamship Company for the last eleven 
years, having started as temporary 
stenographer. She served the club on 
the harbor committee in 1929 and has 
just finished a year as corresponding 
secretary. She has written two play- 
lets for presentation before the club— 
“Study in Shipping” and “Unwanted 
Cargo.” The election was held May 13 
at the Alexandria Hotel. Miss Irene 
F. Donahue, of the freight traffic de- 
partment of the Santa Fe Railway, 
was elected first vice-president, and 
Frances H. Kremis, of the Automobile 
Club of Southern California, second 
vice-president. Sara E. McCall, of 
Cook-Boynton Company, was _ elected 
recording secretary; Evelyn Ripley, of 
the Calco Tile Manufacturing Com- 
pany, corresponding secretary, and 
Kathryn Plympton, traffic manager, 
MacMarr Stores, Ltd., treasurer. Miss Emma Kentz, secretary 
to the general freight agent of the Union Pacific Company and 
past president of the club, was elected sergeant-at-arms. 














The Traffic Club of Wilmington will have its third annual 
golf outing at the DuPont Country Club June 3. 





The Pacific Traffic Association was invited by the Foreign 
Trade Club to hear a talk on “Soviet Russia,” by Dr. Frederick 
M. Loomis, at the Merchants’ Exchange, San Francisco, May 27. 
The talk was illustrated by moving pictures. 





The resolution of the Association of Railway Executives 
proposing an increase in freight rates was discussed at a meet- 
ing of the Industrial Traffic Club of San Francisco, with other 
subjects on the docket, May 26. The meeting was held at the 
San Francisco Commercial Club. 





Manitou Beach will be the scene of the annual outing of 
the Traffic Club of the Rochester Chamber of Commerce June 
11. ‘Athletic events, stunts, games, sociability and fellowship” 
are on the program. A fish and chicken dinner will be serveu 
at the Hotel Manitou. 


H. T. Lindsey was in charge of the weekly luncheon of the 
Houston Traffic Club at the Rice Hotel May 19. Dr. Harry G. 
Knowles was the principal speaker. President Shaw announced 
programs for June as follows: June 9, ladies’ day; June 16, 
M. K. & T. day; June 23, Burlington-Rock Island day, and June 
30, Missouri Pacific day. The meeting May 26 was in charge 
of John W. Daniel and in honor of H. M. Mayo, the second 
president of the club, who recently retired as superintendent 
of safety, Southern Pacific Lines. 

Approximately 700 attended the dinner and dance given by 
the Birmingham Traffic and Transportation Club in honor of 
the official families of the Illinois Central and Central of Georgia 
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May 18 at the Highland Park. President L. A. Downs of th 
Illinois Central, was the principal speaker. He said that a 
loadings were increasing, agriculture was improving, anq Noe 
ness was generally on the upgrade. He made an ‘appeal nw 
fair regulation of all forms of transportation “so that those who 
use transportation would pay the price of having goods ane. 
ported.” At a luncheon at the Thomas Jefferson Hotel May 6 
Forney Johnson, of Birmingham, whose advice was sought by 
Senator Underwood in the writing of the transportation act > 
1920, spoke on that piece of legislation and the condition of th 
carriers at the termination of federal control. , 





The Traffic Club of Detroit will have a ladies’ bridge jyncp. 
eon at the Statler Hotel June 3. This concludes the ladies’ 
card parities until next fall and a large attendance is expecteq 
The club’s annual outing to Put-In-Bay will take place June 9 





The twelfth annual outing of the Canton Traffic Club wil] 
be given at the Orchard Hills Club June 3. Golf will be Played 
all day, with numerous diversions for those not playing that 
game. Lunch and dinner will be served at the club house. 





At a luncheon of the Traffic Club of Kansas City at the 
Baltimore Hotel May 25, John B. Pew spoke on “What Will the 
Bonds Mean to the Small Property Owner.” It was the final 
luncheon of the spring season. The club has issued the first 
number of a club publication in response to recent action of the 
board. It is to be published for at least six months, it is stated 
to determine whether or not such a publication is beneficial] to 
the members. It is pointed out that at the meeting of the 
Associated Traffic Clubs of America at Chicago the matter of 
club papers was discussed and the consensus was that they were 
helpful. : 

The first meeting of the Denver Commercial Traffic Club to 
be presided over by its new president, Martin S. Ochs, traffic 
manager, Hungarian Flour Mills, was held at the Denver 
Chamber of Commerce May 20. There was discussion of the 
decision of the Supreme Court of the United States in the case 
of C. and O. Railway Company vs. H. E. Martin and W. H. 
Porter, involving a claim for damages arising out of the mis- 
delivery of a carload of potatoes. The club recessed until 
September, but will hold a summer outing, probably in July. 








The Traffic Club of St. Louis held a luncheon at the Jeffer- 
son Hotel May 25. June 10 a joint dinner and ball will be given 
with the National Superintendents’ Association. 





A dance and card party was given by the Women’s Traffic 
Club of San Francisco on the steamship Harvard May 23. 
Esther Whited, Overland Freight Transfer Company, was in 
charge of the program. 





O. F. Youngdahl, attorney and post commander of the 
American Legion, was the speaker at a luncheon of the Trans- 
portation Club of St. Paul at the Hotel Lowry May 26. His 
subject was in keeping with the spirit of Memorial Day. 
“Educational Day” will be observed June 2 and the final 
luncheon of the season will be held June 9. The next issue of 
the Transportation News, the club publication, will be roster 
number and will include names, addresses, etc., of the members. 





“Lone Star Gas Company Day” was held by the Traffic Club 
of Dallas at the Adolphus Hotel May 25. 





The annual meeting and outing of the Bridgeport Traffic 
Association will be held at “The Farm” June 17. The program 
includes competition in a number of “non-strenuous” sports, 
such as sling shot shooting, flip golf, quoits, etc. Prizes will be 
awarded winners. Dinner will be served in the evening; there 
will be music and other entertainment. 





An unusually well attended meeting of the Oakland Traffic 
Club at the Elks’ Club May 19 was addressed by A. J. Lund- 
berg, president, Key System, Ltd., local street car compaly, 
and Clyde Seavey, president, California railroad commission. 
Mr. Lundberg’s subject was “Local Transportation in the East 
Bay Area,” while that of Mr. Seavey was “Functions of the Rail- 
road Commission.” Dinner was served. 





The program for the annual outing of the Miami ba 
Traffic Club, scheduled for June 11 at Ebbers’ Grove, Dayton, 
includes a baseball game between shippers and carriers, —_ 
shoe pitching, a chicken dinner, cards and other entertainment. 
a 

THE PUBLISHERS OF THE TRAFFIC WORLD can supply to 
with printed traffic forms at a low cost. A handy folder conta ane 
26 of these economical and efficient aids will be mailed free of ch 


for your inspection. Write for your copy today. The Traffic World, 
418 South Market Street, Chicago. 
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Personal Notes 





At a meeting of the board of the Great Lakes Transit Com- 
pany May 19, the following appointments and changes were 
announced: H. S. Noble, president; E. C. Andrews, executive 
vice-president; W. R. Evans, comptroller; Miss A. M. Warner, 
assistant secretary and assistant treasurer. Mr. Noble suc- 
ceeds, on June 1, James Carey Evans, who died. The other 
appointments were effective May 19. The title of vice-president 
in charge of freight traffic will be discontinued. F. W. Dever 
has been appointed freight traffic manager and W. J. Elliott 
has been appointed general freight and passenger agent, in 
charge of solicitation west of Chicago. 

John McKenzie, chief clerk of the New York Department of 


Docks, has been named commissioner of the department by 
Mayor Walker, to succeed the late Michael Cosgrove. 
Announcement is made by Caldwell & Co., Inc., that, 


effective June 1, the Texas branch of the company, with offices 
at Houston, Galveston and Dallas, will continue the freight 
brokerage and forwarding business. On such cargo as the firm 
may have moving via Texas ports, it will be represented by 
H. L. Ziegler, Inc., except that at the port of Houston the rep- 
resentation will be H. L. Ziegler, Inc., and C. J. Thibodeaux 
& Co. 

Don R. Maxwell, eastbound agent for the Luckenbach Line 
at Seattle for the last four years, has resigned to become gen- 
eral freight agent for the Chamberlin Steamship Company, 
under Thomas R. Neilsen, district manager for that company. 
Mr. Maxwell has been succeeded with the Luckenbach Line by 
Edwin A. Stone, who formerly was agent of that line in Tacoma. 

John E. Benton, general solicitor of the National Associa- 
tion of Railroad and Utilities Commissioners, has advised mem- 
bers of the death of Charles D. Shukers, a member of the Pub- 
lic Service Commission of Kansas. 

“The inconsistency of prevailing government policies with 
respect to transportation” was discussed by Samuel O. Dunn, 
editor of the Railway Age, at the annual dinner of the Railway 
Club of Fort Wayne May 28. 

J. W. Graham has been appointed general traffic manager, 
Pittsburgh & West Virginia Railway, with headquarters at 
Pittsburgh, succeeding V. A. Wholey, resigned. 

The board of the Nicholson Terminal and Dock Company 
and Nicholson Erie-Dover Ferry Line has elected Preston G. 
Findley executive vice-president, with headquarters at Detroit. 

R. W. Horne has been appointed manager of the Twin Cities 
office of the Standard Carloading Corporation, with headquarters 
at St. Paul. E. T. Thomas has been appointed manager at Des 
Moines, Ia. 

Promotion of Jack Hennessey, Jr., executive general agent 
for the Missouri-Kansas-Texas Lines at Houston, Tex., to pas- 
senger traffic manager, with headquarters at Dallas, Tex., and 
St. Louis, Mo., has been announced by George C. Smith, general 
traffic manager. He succeeds J. W. White, who has been made 
assistant to the executive vice-president. In making announce- 
ment of the appointment of White, M. H. Cahill, president, said 
White had been assigned no special duties, pending his com- 
plete recovery from an illness that has incapacitated him for 
several months. His headquarters will remain at Dallas. The 
transfer of J. P. Anderson, now soliciting freight agent at Okla- 
homa City, to Tulsa, as commercial agent, and of F. W. Mc- 
Bride, now soliciting freight agent at Tulsa, to Oklahoma City, 
with the same title, to succeed Mr. Anderson, has also been 
announced. C. F. Bryson has been appointed commercial agent 
at Los Angeles. He is a son of J. M. Bryson, chief counsel, St. 
Louis, and was formerly division freight agent at El Paso. 

Appointment of Kirby M. Post as general superintendent 
of the St. Louis Southwestern, and of G. B. Matthews as super- 
intendent of transportation, with headquarters in Tyler, Tex., 
have been announced by Col. F. W. Green, vice-president in 
charge of operation. Mr. Post was formerly assistant to the 
president at St. Louis, and succeeds W. E. McGraw, resigned. 
Mr. Matthews, who was formerly assistant to Vice-president 
Green, at St. Louis, succeeds William Mosby, transferred to 
other duties. Frank Pattie, formerly general agent at Pine 
Bluff, Ark., has been promoted to assistant general freight and 
passenger agent, with headquarters at Little Rock, Ark., suc- 
ceeding A. H. Merck, transferred to other duties. S. D. Arnett, 
formerly commercial agent at Pine Bluff, has been named gen- 
eral agent at that point, succeeding Mr. Pattie. 

Reorganization and coordination of the passenger traffic 
department of the Missouri Pacific Lines has been announced 
by L. W. Baldwin, president. P. J. Neff, assistant to president 
and vice-president and general manager of the Missouri Pacific 
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Transportation Company—Missouri Pacific motor 


“ae : . co 
sidiary—has been also appointed assistant vice-president 


charge of passenger traffic, with headquarters at St. Louis Th 
reorganization will be made effective June 1. C, Ww. Strain ie 
has been passenger traffic manager of the Texas lines, will ~ 












transferred to St. Louis, as will C. K. Bothwell, who has been fi 


general passenger agent at Little Rock, Ark., 
passenger solicitation on the southern district. The titles f 
Messrs. Strain and Bothwell will be that of assistant passen : 
traffic manager for the system. J. G. Hallenbeck has peep ae 
sistant passenger traffic manager for the Missouri Pacific only. 
His jurisdiction will be extended over the system. A. D. Bell 


in charge of | 


who has been passenger traffic manager at St. Louis, wil] be | 
transferred to Houston, to succeed Mr. Strain as assistant pas. 


senger traffic manager for the Texas lind. 


ye 


Raymond & Whitcomb Company has been made representa. | 


tive of the National Railway of Mexico in the solicitation of 7 
The following have been appointed traveling | 


passenger traffic. 
agents of the National Railways of Mexico: T. A. Magee Chi- 
cago; Fred V. Robinson, Chicago; Paul L. Klein, Chicago: ¢. R 
Powers, Detroit; Osgood Williams, Detroit; E. L. Robbins, New 
York; Edward A. Bolls, New Yorrk; W. B. Booth, Jr., Philadel. 
phia; J. L. Carroll, Jr., Boston; Henry S. Woodbridge, Boston, 


SN 


psec Ri re et 


Offices of Raymond & Whitcomb Company are located at Ney © 
York, Chicago, Philadelphia, Boston, Detroit, Los Angeles, San 3 


Francisco, Paris and London. 


P. H. Banks has been appointed traffic manager, Ashland q 


Refining Company, Ashland, Ky., succeeding Stokely T. Rion, | 


who died. Mr. Banks will have charge of rates, routes and 


ae 


matters pertaining thereto for the company and affiliated com. ” 
panies, including Tri-State Refining Company and the Swiss Oj] © 


Corporation. 


M. C. Dupree, who has been assistant traffic man. © 


ager, has been appointed transportation manager, with juris. 9 


diction over shipments and equipment. 
William W. Hatton, assistant general 


Passenger agent, © 


Denver & Rio Grande Western, at Denver, died at St. Joseph's © 


Hospital in that city May 23. 
the railroad for more than 24 years. 


He had been in the service of © 


A. D. Carter has been appointed freight traffic agent, N. C¢. 7 


& St. L., at Chattanooga, Tenn., succeeding C. R. Fryar, re- 
signed. 
agent at New York, succeeding Mr. Carter. 


L. A. Heatherman has been appointed freight traffic 4 


Charles W. Campbell, banker of Norton, Kan., has been © 
appointed a member of the Kansas Public Service Commission. © 
Edwy Lycurgus Taylor, of New Haven, a civil engineer, 7 
has been appointed a member of the Connecticut Public Utilities © 


Commission. 





| Digest of New Complaints 





No. 23093. Sub. No. 17. 


Arnold, Neb., et al. vs. A. T. & S. F. et al. 


Farmers’ Union Cooperative Association, 7 


Rates in violation first three sections, gasoline and other pe- | 


troleum products, points in Oklahoma, Kansas and Missouri to 
points in Nebraska and Wyoming, as compared with rates pre- 
scribed in Docket 14953, and related cases. Ask rates and rep- 


aration. ae : ie 
No. 24082, Sub. No. 2. Northwest Grain Association, Minneapolis, 
Minn., vs. G. N. * 1D, 
Unreasonable rates and charges, durum wheat, Warwick, N. D., 


to Minneapolis, Minn., reconsigned to Superior, Wis., via St. 
Cloud, Minn. Asks rates and reparation. . , . 

x mr ae No. 3. Cargill Commission Co., Minneapolis, Minn, 
vs. G. N. 

Unreasonable rates and charges, rye, Roseville, N. D., to Minne- 
apolis, reconsigned at St. Cloud, Minn., to Superior, 
rates and reparation. ‘ ige 
. 24257. Sub. No. 2. “or ag rr" Coal Producers’ Associa 


tion, Denver, Colo., vs. A. I. et al. Jorade 
Rates in violation sections 1 and 3, coal, northern = 7 

coal fields to points in Kansas and Nebraska and to ae 

southeast corner of Wyoming, as compared with rates from 


tucky, Illinois, Arkansas and Oklahoma. Asks rates. a 
No. 24367. Sub. No. 4. Leader Iron Works, Inc., Decatur, Ill., Vs. 4. © 
et_al. to Port 
Unreasonable rates, set up steel tanks, Decatur, Ill., tot 
Washington, N. Y. Asks rates and reparation. &E 
No. aves. Eel River Coal Co. et al., Indianapolis, Ind., vs. A. 
et al. > ee . 
Rates in violation sections 1 and 3, coal, Brazil district in In 


o., as compared wit 


diana to E. St. Louis, Ill., and St. Louis, rom Ilinois 


rates from Ayrshire district in southern Indiana and f 
points. Ask rates and reparation. B Ga., VS 
. 24414. American Sumatra Tobacco Corporation, Atlanta, Ga. 
L. & N. et al. a Orleans, 

Unreasonable rates, charges, rules, New a 
La., to Havana, Hinson and Sharon, 
aration. 


etc., manure, 
Fla. Asks rates an 


7; jan 
Indiana Fibre Products Co., Marion, Ind., VS. Virginia 
Army Base, Not 


Cincinnat, 
preferre 


et al. 

Rates in violation sections 1 and 3, wood pulp, 
folk, Va., to Marion, Ind. Competitors at Chicago, 
Cleveland, Detroit and in entire state of Wisconsin 
Asks rates and reparation. 


Wis. Asks} 
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Pe 
The A. W. A. Can Be 


Your Branch House in 189 Cities 


OULD you like to increase your sales, improve 

service to your customers and at the same time 
cut your distribution costs? Read what G. W. Horst- 
mann, of the Colgate-Palmolive-Peet Company, says 
about public warehouses in distribution: 


“‘We have been using public warehouses for a great 
many years in the distribution of our products. The 
service available through these institutions, organized on 
the proper basis, would be very difficult to duplicate 
where goods are distributed in a national way. Except 
in the larger cities, the volume as a rule does not justify 
the development of a separate organization by a Corpor- 
ation to handle the service; and there is no other way 
I know of that this work could be carried on as econom- 
ically or as efficiently as through public warehouses 


“We have also effected economies by shipping cars 
into these locations and d'stributing in smaller lots. To 
any firm whose sales policy requires service with the 
utmost of economy, I could not think of any better 
place through which to operate than the up-to-date, 
efficiently-operated, commercial warehouses. 


“This method is flexible, serving in large or small 
quantities with equal efficiency and economy.’’ 

A full description of the AWA Plan of Distribution 
(as used by Colgate-Palmolive-Peet and other famous 
national concerns) is given in our 32-page booklet, 
sent free on request. Write today for your copy. 





— ie 
AMERICAN 
WAREHOUSEMEN’S 
ASSOCIATION 
1912 Adams-Franklin Bldg., Chicago, Ill. 
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. 24420. Purington Paving Brick Co., Galesburg, 


. 24421. 


. 24426. 


Rockwood, Ala., 


24417. Sampson Electric Co., Chicago, Ill., vs. Reading et al. 
Unreasonable minimum weight and charges, radio loud speakers, 

in cabinets, Philadelphia, Pa., to Chicago, Ill Asks cease and 

desist order and reparation. 

24418. Federated Metals Corporation, New York, N. Y., vs. Penn- 

sylvania et al. 

Unreasonable rate, scrap brass, Huntington, W. Va., to Pitts- 
burgh, Pa. Asks rates and reparation. 

_—" _ Metals Corporation, New York, N. Y., vs. Mo. 
ac. et al. 

Unreasonable rate, zinc residue, Denver, Colo., to St. Louis, Mo. 
Asks rates and reparation. 

am. Vw. A. T..& 
S. F. et al. 

Rates in violation section 6, paving brick, East Galesburg, 
Ill., to Minneapolis, Minn. Asks reparation. 

City of Belleville, Ill., et al., vs. I. C. et al. 

Rates in violation first four sections, classes and commodities, 
between Belleville and points in Missouri, Arkansas, Louisiana, 
Oklahoma and Texas, as compared with rates between St. Louis, 
Mo., and other points in the St. Louis industrial district, and 
the same destination territory. Ask cease and desist order and 


rates. 


24422. City of St. Petersburg, Fla., vs. A. C. L. et al. 
Unreasonable rates, crude clay, Macon, Ga., to St. Petersburg, 

Fla. Asks rates and reparation. 

. 24423. Canton Forge & Axle Co., Canton, O., vs. C. & O. et al. 


Rates and charges in violation sections 1 and 4, crude petroleum 
oil, Salt Lick, Ky., to Canton, O. Asks reparation. 

_— Elmore Veneer Co., Oconto, Wis., vs. C. M. St. P. & P. 
et al. 

Rates in violation sections 1, 2, 3 and 6, sawlogs, points in 
Michigan and Wisconsin to Oconto, Wis., manufactured into 
veneer or thin lumber and reshipped within two years to various 
interstate destinations. Veneer or thin lumber manufacturers in 


Wisconsin and upper peninsula of Michigan preferred. Asks 

rates, rules, regulations and reparation. 

. 24425. Armour and Co., Chicago, Ill., vs. A. T. & S. F. et al. 
Unreasonable rates and charges, cheese, Bentonville, Ark., 


Springfield, Mo., Marysville, Kan., and Dallas, Tex., to points in 
Alabama, Florida, Georgia, Louisiana, Tennessee, South Carolina, 
Oklahoma, Texas and New Jersey. Asks rates and reparation. 


. 24430. Diamond A Cattle Co., Roswell, N. M., vs. A. T. & S. F. 
et al. 

Unreasonable rates and charges, stocker or range cattle, Lake 
Arthur and other New Mexico points to Mossman, S. D. Asks 


rates and reparation. 


Edgar Plastic Metuchen, N. J., vs. A. C. L. 


Kaolin Co., 
al. 


et 
Rates in violation sections 1 and 3, clay, Edgar and Okahumpka, 


Fla., to points in central freight and trunk line territories. Clays 
produced in Georgia, the Carolinas, Kentucky and Tennessee 
preferred. Asks rates. 

24427. Ash Fork Live Stock Co. et al., Phoenix, Ariz., vs. A. T. 
& S. F. et al. 

Unreasonable rates, sheep and/or goats, Buckeye and other 
Arizona points to Kansas City and St. Joseph, Mo. Ask rates 


and reparation. 
24428. State University of Iowa, Iowa City, Ia., vs. C. R. lL. & P. 

Unreasonable rates, coal, Atkinson, Ill., to Iowa City, Ia. Asks 
rates and reparation. 

24429. Rockwood Alabama Stone Co., Russellville, Ala., vs. 
& Ship Island et al. 

Rates and charges in violation sections 1 and 6, building stone, 
to Sanatorium, Miss. Asks rates and reparation. 
24431. C. S. Stoldolka et al., doing business as Central Oil Co., 
Little Falls, Minn., vs. N. P. 

Rates or charges in violation sections 1 and 4, 
= oil, Oklahoma and Texas to Little Falls, Minn. 
tion. 

24432. Washington Building Lime Co. et al., Baltimore, Md., vs. 
Atlantic City R. R. et al. 
Unreasonable rates, ground or 


Gulf 


gasoline and 
Ask repara- 


pulverized limestone, Engle, 


Martinsburg and Millville, W. Va., to points in New Jersey. Ask 
rates and reparation. 

. 24433. Humboldt Brick & Tile Co., Humboldt, Kan., vs. A. T. 
& S. F. et al. 


Rates in violation sections 1 and 3, common brick and hollow 
building tile, Humboldt, Kan., to points on Kansas City Public 
Service Co. as compared with rates from Iola, Gas and Coffey- 
ville, Kan., and other points. Asks rates and reparation. 
24434. Wilmington (Calif.) Chamber of Commerce et al. vs. A. 
T. & S. F. et al. 

Allege that violations of sections 1 and 3 result from exclusion 
from switching limits of Los Angeles Harbor part of Wilmington, 
including plant and facilities of complainant and the Texas Co. 
Ask cease and desist order, fixing of appropriate switching 
limits and rates, practice and service. 

24435. Missisquoi Pulp & Paper Co. et.al., Sheldon Springs, Vt., 
vs. N. Y. C. et al. 

Unreasonable rates, taic, Emeryville and other New York points 
to Sheldon Springs, Vt. Ask rates and reparation. 

24436. Western Yarn Mills et al., Chicago, Ill., vs. G. T. et al. 
Unreasonable rates and charges, cotton waste, Chicago, 
to Detroit, Mich. Ask cease and desist order and reparation. 
Bes ee & Higgins Glue Co., New York, N. Y., vs. B. & 

M. et al. 

Unreasonable rates, glue stock, tannery flashings, hide trim- 
mings, Manchester, N. H., to Johnstown, N. Y. Asks rates and 
reparation. 


Ill., 


. 24438. Eggerss-O’Flyng Co., Omaha, Neb., vs. C. & A. et al. 


Unreasonable rates, corrugated fibreboard boxes, Omaha, Neb., 
to Memphis, Tenn. Asks rates and reparation. 

24439. ene Paint & Color Co., High Point, N. C., vs. B. & 
O. et al. 

Unreasonable rates, denatured alcohol, Louisville, Ky., and Cur- 
tis Bay, Md.; ground limestone, St. Louis, Mo.; lithopone, Gras- 
selli, N. J.; petroleum naphtha, Bayonne and Constable Hook, 
N. J., and Parkersburg, W. Va.; gypsum, Easton, Pa.; and re- 
fined solvent naphtha, benzol and toluol, Aliquippa and Pittsburgh, 
Pa., to High Point, N. C. Asks rates and reparation. 

24440. Cleveland Wire Spring Co., Cleveland, O., vs. A. A. et al. 

Rates in violation sections 1, 2 and 3, iron and steel factory 
bins, loose, L. C. L., Cleveland, O., to Des Moines, Ia., St. Louis, 
Mo., Denver, Colo., Stony Island, Ill., Milwaukee, Wis., and Pitts- 
burgh, Pa., as compared with rates on iron and steel shop cans, 
and iron and steel boxes, N. O. I. B. N., set up. Asks rates and 
reparation. 

24441. Brownell Corporation, Sioux Falls, S. D., vs. A. T. & S. F. 


et al. 
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Rates in violation sections 1 and 3, petroleum products 

Missouri and Oklahoma fo Canova and other South D 

as compared with rates to adjacent and more distant - 

and as compared with rates from Wyoming. Asks reparation 

. 24442. S. E. Cone Grain & Seed Co., Lubbock, Tex., vs. Fe wy 

& D.C. et al. a a 
arges in violation section 6, wheat, Dimmitt x 

City, Minn. Asks reparation. » Tex., to Lake 

No. 24443, O. A. Smith Agency, Inc., Cincinnati, O., vs. B. & O. et 
Unreasonable rates, glass globes, Coraopolis and Jeanette, Pr 
to Cincinnati, O. Asks rates, ratings and descriptions and “ 
aration. Tep- 
- 24444. Johnson Battle Lumber Co., Moultrie, Ga., vs. 

Co. of Savannah et al. ; 
_ Unreasonable rates, lumber in bundles, not less than 3 in h 
in thickness, securely bound by wire, Wadley and Warsaw c 
to Boston and other Massachusetts points. Asks reparation’ “i 
. 24445. Holloway Fruit Co., Inc., Atlanta, Ga., vs. A. B. & C. ‘et a) 

Unreasonable and discriminatory rates, citrus fruits Florida 
points, packed at Atlanta, Ga., and reshipped to various points 
in Tenn., Ky., O., Ind., Ill., and Wis. Competitors operating t 
from and to other packing points in Florida enjoy lower rates, 
Asks rates and packing in transit privileges at Atlanta, Ga - 
. 24446. Beatrice Tank Manufacturing Co., Beatrice, Neb et al 
ve. C. B. & @. ot al. m ; 

Rates in violation section 3, iron or steel angles, N. 0. |. B 
band or hoop, structural bands or rods, bars or sheets, between _ 
Chicago and points related thereto and Beatrice, Neb., unduly | 
preferential to receivers of steel articles at Omaha, Neb.; also | 
alleges violation section 4 as to shipments through the Kansas 
City, Mo.-Kan., gateway when destined to Omaha. Asks rate 
and reparation. i 
24447. Scott-Omaha Tent & Awning Co., Omaha, Neb., vs. A, 
W. P. et al. a 
Rates and charges in violation sections 1, 2, 3, 4 and 6, cotton 
piece goods, water proofed, not coated, points in Ill., N. Y,, Pa 
O., Ky., and Ala., to Omaha. Manufacturers who are able to haye 
piece goods water-proofed at or near the point of conversion into 
tents, tarpaulines and other canvas or duck articles preferred 
Asks rates and reparation. 
. 24448. Public Utilities Commission of state of Idaho, Boise, Ida 

vs. ©. &. LL. ot al. F 

Unreasonable rates, bituminous coal, points in Utah and Wyom- 
ing, to points in Idaho along the lines of the O. S. L. and Pacifi 
& Idaho Northern. Asks rates. 

. 24449. Public Utilities Commission of state of Idaho, Boise, Ida. 
vs. O. S. L. et al. 

Rates and minimum weights, in violation sections 1 and 1). 
automotive passenger vehicles and extra parts, points in Wis. 
Mich., Ind., and N. to points in Idaho on O. S. L, and 
Pacific & Idaho Northern. Asks rates, minimum weights, and 
tharges. 

. 24450. Roger O. Moore, as Roger O. Moore Co., Tulsa, Okla., ys. 

A. Ts & 3S. F. Ot ai. 

Unreasonable rates and charges, second-hand contractors’ outfit, 
Red Bluff, N. M., to Paris, Ark. Asks reparation. 

. 24451. The J. Chas. McCullough Seed Co. et al., Cincinnati, 0, 
vs. Pennsylvania. 

Ratings and charges in violation section 1, 3, 4 and 6, soy (soya) 
bean, Broadkill and other Delaware points to Cincinnati, 0., as 
compared with rates on grain and grain products. Ask rates 
and reparation. 

24452. Atlantic Steel Co., Atlanta, Ga., vs. C. & O. et al. 

Unreasonable charges, fire brick, Olive Hill, Ky., to Atlanta, 
Ga. Asks rates and reparation. 

‘ _— \ cat Motors Corporation et al., Detroit, Mich., vs. A. 

A. et al. 

Unreasonable rates and charges, automobile shock absorbers, 
between Dayton, O., and points in IIl., Ind., Mass., Mich., Mo., 
N. J., N. Y., Pa., Va., Wis. and Can. Asks rates and reparation 
agg ermine Lumber Co., Inc., Birmingham, Ala., ys. A. C 
. et al. 

Rate in violation section 1 and 6, pine lumber, Elba, Ala., to 
Richmond, Va., and recongigned to Buchanan, W. Va. Asks rates 
and reparation. 


’ Kansas, 
akota points. 


’ 


Ocean §, §. 


No. 


No. 


CONDITION OF EQUIPMENT 


Class I railroads on May 1 had 162,966 freight cars in need 
of repairs or 7.4 per cent of the number on line, according to 
the car service division of the American Railway Association. 
This was a decrease of 169 cars below the number in need of 
repair on April 15, at which time there were 163,135 or 7.4 per 
cent. Freight cars in need of heavy repairs on May 1 totaled 
116,725, or 5.3 per cent, an increase of 2,176 compared with the 
number on April 15, while freight cars in need of light repairs 
totaled 46,241, or 2.1 per cent, a decrease of 2,345 compared with 
April 15. 

Class I railroads on May 1 had 5,958 locomotives in need 
of classified repairs or 10.9 per cent of the number on line. This 
was a decrease of 173 locomotives below the number in need of 
such repairs on April 15, at which time there were 6,131 oF 
11.2 per cent. Class I railroads on May 1 had 9,730 serviceable 
locomotives in storage compared with 9,648 on April 15. 


CHANGES IN DOCKET 


Hearing in I. and S. 3597, lumber from Ga. and Fila. (S. A. L. 
Ry.) to Va. (N. & W. Ry.), assigned for May 27, at Birmingham, 
Ala., before Examiners Bardwell and Maidens, was canceled. 

Hearing in No. 24287, Wolff Co. vs. B. & O. R. R. et al., 
assigned for May 28, at Chicago, Ill., before Examiners Hagerly 
and Crowley, was canceled. 





RAIL FUEL COSTS 


Total cost of coal and fuel oil consumed by C d 
roads, exclusive of switching and terminal companies, in eon 
train and yard switching service in the three months ended ys 
March, was $61,096,146 as compared with $76,761,082 for 


lass I rail 








i —- 


lt OS nee She Teale Weld 


MINNESOTA ATLANTIC 





CUTTING YOUR COST OF 
GETTING TO MARKET 


Minnesota ATLANTIC TRANSIT Co. 


DETROIT TRUST COMPANY RECEIVER 


NEW YORK, N. Y. BUFFALO, N. Y. 
MINNEAPOLIS, MINN. DETROIT, MICH. 


THE HOUSTON PUBLIC BELT RAILROAD 


Links 19 Railroads and 67 


Steamship Lines . . . 


One of the most important reasons for the success 
of the Port of Houston is the Public Belt Railroad, 
a system instigated in Houston and widely copied all 
over the country. In spite of the large number of 


important railroad and steamship lines that con- 
verge at this busy Port, this capably handled switch- 
ing system keeps the maximum amount of traffic 
moving swiftly at all times without confusion or 
delay. It has justly earned for Houston the reputa- 
tion of one of the Ports of the quickest dispatch in 
the country. 


DIRECTOR OF THE PORT 


5th Floor, Courthouse 
HOUSTON .. . TEXAS 


DULUTH, MINN. 
PHILADELPHIA, PA. 


* 


THERE’S NO 
CONGESTION OR 
CONFUSION AT 
PORT HOUSTON 


v 





ST. PAUL, MINN. 
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corresponding period of 1930, according to compilations made 
from carrier reports by the Bureau of Statistics of the Com- 


The Traffic World 





Vol. XLVII, No. 22 


100 engines, and parts, $857,251.40; and Pratt & Whitney Air 
craft Co., Hartford, Conn., 30 engines and parts, $174,591.39 


mission. For March the cost was $20,833,630 as compared with —_—__——_——. ¥ 
$25,065,035 in March, 1930. AIRPLANE PRODUCTION $ 
The total coal consumption for the three months was Airplanes manufactured in the United States the first th i 
22,424,462 net tons, and the total oil consumption, 503,665,081 months of 1931 totaled 672, an increase of 87 over the ree > 
gallons, as compared with 27,321,562 tons of coal and 618,645,194 produced in the last three months of 1930, encmviing aan 3 
gallons of fuel oil, in the corresponding period of 1930. In geronautics branch of the Department of Commerce. The : = : 
March the coal consumption was 7,644,683 tons as against per of craft built for domestic civil use the first quarter an ES 
8,872,465 tons in March, 1930, and the oil consumption was was 342, which was an increase of 89 over the number mn; " 
175,953,088 gallons as against 209,604,234 gallons in March, 1930.  factured for that purpose in the final three months of 1930 — 4 
—_—___——__— Of the ._ produced from — 1 to March 31, 193] 4 
the total of 672 was divided as follows: 342 for civil y 5 - | 
AIR PASSENGER TRAFFIC for military deliveries and 28 for export to foreign ake a 
W. Irving Glover, Assistant Postmaster General, in charge This may be compared with 585 airplanes manufactured in the © 
of air mail service, was to be in Birmingham, Ala., May 30 and last three months of 1930, of which 253 were for civil use, 299 7 
31, to take part in the opening of the new municipal airport in for military deliveries and 52 for export. E 


that city. Beginning May 30, Birmingham will be included as 
a stop on the Atlanta-Los Angeles Southern Trans-Continental 
air mail route. Referring to a recent prediction of Postmaster 
General Brown that more than one million passengers would 
be carried over the air lines throughout the country in the next 
year, Mr. Glover said: 

The Postmaster General, in my judgment, was very conservative 
in his statement about the number of passengers to be carried in 
the air for the next year. I have just received a report showing 
that at Lambert Field, St. Louis, last year 45 per cent more pay 
passengers were carried in and out of this field than for the year 
previous. They numbered 22,000 for this field alone. Incidentally, 
the flying schedule was maintained during this period nearly 100 per 
cent, despite adverse weather conditions encountered during certain 
periods of the year. 


CONTRACTS FOR AIRCRAFT 


Announcement of award of contracts for the purchase of 
56 airplanes and 130 airplane engines has been made by the 
War Department as follows: Douglas Aircraft Co., Inc., Santa 
Monica, Calif., 30 observation planes and parts, $394,259.79; 
Curtiss Aeroplane & Motor Co., Inc., Buffalo, N. Y., 10 observa- 
tion planes and parts, $167,463; Berliner Joyce Aircraft Cor- 
poration, Baltimore, Md., 10 two-seater pursuit planes and parts, 
$168,410.10; Fokker Aircraft Corporation of America, New York 
City, 2 observation and 4 light bombardment planes, and parts, 
$199,025.99: Wright Aeronautical Corporation, Paterson, N. J., 





Fast Freight Service : Mexico 


Through the Ports of Tampico 
and Veracruz and the National 


From Veracruz to: 


The production report is based on a record of Department of 
Commerce licenses, identification marks issued for unlicensed 
airplanes, and reports as to military and export production as 
of May 1 for aircraft manufactured between January 1 and 
March 31. There is a possibility, however, that there still may 
be a few aircraft manufactured within that period for which 
licenses or identification marks have not yet been sought, accord- 
ing to officials. 





AIR MAIL SERVICE 


Postmaster-General Brown has announced that, effective 
June 15, air mail service will be extended so as to operate from 
Nashville, Tenn., via Memphis, Tenn., Little Rock and Tex. 
arkana, Ark., to Dallas and Fort Worth, Tex., and also from 
Memphis, via Jackson, Miss., to New Orleans, La. This new 
service is to be placed in effect after several months of carefu! 
study on the part of postal officials and is in answer to the 
numerous petitions and letters that have been received at the 
department from representatives of the cities involved. 

The service from Nashville to Fort Worth will be authorized 
as an extension of the route from Albany, N. Y., to Nashville, 
Tenn., under contract with Colonial Western Airways, Inc., and 
operated by American Airways, Inc. The service from Memphis 
to New Orleans will be authorized as an extension of the route 
from Atlanta, Ga., to Los Angeles, Calif., operated by Southern 
Transcontinental Airways, Inc. 







Railways of Mexico 





-_ a 


















Mexico City - - 23 hours 
Pachuca- - - - 23 hours T 
Puebla - - - - 20 hours et 
01 
From Tampico to: 7 
Mexico City - - 47 hours 
Pachuca- - - - 47 hours 
The National Railways of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 
serving 22 states, or approximately 76% of the 
total territory of the Republic. i. 
Weekly services: New York (Ward Line) | 
ae & — | coon: —_— For complete information, communicate with : 
Bg a a : 
Through bills of lading issued by New York City Sen Francisca, Calif’ Two-O.One North Wells Bids . 
steamship linestoalldestinations 4, Horcasitas, Com. Agr. F, Alatorre, Com. “a g 
ontheNationalRailwaysof Mexico ‘*'* Whitney Benk Bide. 815, Pacific RoanAg Ralveyesch Bit . 
EF 
| 





2 i, 
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Four Reasons Why This Chapter 


will Especially Interest You 
I 


Serving the Southwest Market. On two and one-half 
pages, the problems of economical distribution and 
freight rates, in the Southwest, are concisely and sanely 
discussed. 

2 


Rates from Dallas to Principal Trading Centers. That 
is the heading for a table of rates which includes Texas, 
Oklahoma, Arkansas, and Louisiana trading centers. 


3 
Southwestern Distance Scale of Rates (in cents per 100 
pounds). This rate table occupies two whole pages, and 
is particularly interesting to all Traffic Managers. 


ZT 


Rail Service from Dallas is the title of a most compre- 
hensive map that comes with every book. It shows 
passenger train schedules and package-car service for 
less-than-carload lots from Dallas. 


The Southwest Market” . . . a 144-page book . . . will 
itove invaluable to any executive considering the possibilities of 
‘stablishing a manufacturing, distribution, or sales unit in the 
Southwest. It will be sent without obligation. All inquiries are 
‘eld strictly confidential. 


allas 


Southwestern Headquarters 
to American Business 


FREE—for Executives Only 


| ‘ 
| Industrial Dallas, Inc. 
541 Chamber of Commerce Bldg., Dallas 


Please send free copy of your new book, ‘The Southwest Market,’’ to: 





Name 





Title 





Company 


Address 
OO 
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Carload Interchange 
Connections with 
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. FIVE Important 
TRUNK LINES and 
— THREE BELT RAILROADS 






LAKE MICHIGAN 


Carload Interchange Connections: 


Baltimore & Ohio Chicago Terminal . Chicago 
(Central Ave.) 


Chicago Great Western.......... Chicago 
(Central Ave.) 


Minneapolis, St. Paul & Sault Ste. Marie 


edna decssedeseaakeeeesin Chicago 
(Central Ave.) 

Indiana Harbor Belt...........-.- Bellwood 
er Elgin Jct- 


Elgin, Joliet & Eastern. . Wayne & Electric Jct. 
Chicago, Burlington & Quincy.Glenwood Park 
and Aurora 


Chicago, Milwaukee, St. Paul & Pacific. Elgin 
(Renwick) 


Consult with us for complete information 
on attractive industrial sites. 


meee CHICAGO 
JAURORA and ELGIN| 


\RAILROAD, 
C. H. SCHILDGEN, Industrial Agent 





C. D. FINNEGAN, Asst. Industrial Agent 
72 West Adams St., Chicago 


Phone State 0517 
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Docket of the Commission 
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NOTE—lItems in the Docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Cancellations 
and postponements announced too late to show the change in this 
Docket will be noted elsewhere. 


June i—Kansas City, Mo.—Examiner Davis: 

Finance No. 8480—Application Kansas City Terminal Ry. for 
authority to construct an extension of its railroad in Kansas 
City, Mo. 

Finance No. 8714—Application Kansas City Terminal Ry. for 
authority to acquire control, by lease of a line of the Mo. Pac. 
R. R. in Kansas City, Mo. 

Finance No. 8096—Application K. C. S. Ry. for authority to con- 
struct an extension of its railroad and to abandon a part of its 
existing line in Kansas City, Mo. 

(Hearing or further hearing.) 
June 1—Newark, N. J.—Examiner Wilbur: 

1. & S. 3526—Commutation passenger fares between 
Jersey and New York City via D. L. & W. R. 
hearing). 

June 1—Chicago, Ill._—Examiners Hagerty and Crowley: 
24289—Farmers’ Grain Co. et al. vs. I. C. R. R. et al. 


June 1—Washington, D. C.—Examiner Walton: 
Finance Dkt. No. 3865—Excess income of Norfolk & Western Rail- 
way Company. 
June 1—San Francisco, Calif.—Examiner Johnson: 
24282—John Balan vs. Southern Pacific Co. et al. 
24288—Union Sheep Co. vs. S. P. Co. et al. 
June 1—Birmingham, Ala.—Examiners Bardwell and Maidens: 
1. & S. 3585—Coal from Alabama Mines to Memphis, Tenn. 
es Coal Co. et al. vs. I. C. R. R. et al. (further hear- 
ng. 
June 1—St. Louis, Mo.—Examiner Snider & Naefe: 
23993—Federated Metals Corp. vs. Terminal R. 
Louis et al. 


June 2—Chicago, IlIl—Examiners Hagerty and Crowley: 
22141—Danville Lumber Co. vs. C. & E. I. Ry. (further hearing for 
sole purpose of determining amount of reparation due complainant 
under findings in this case). 
June 2—San Francisco, Calif.—Examiner Johnson: 
Fourth Section App. Nos. 706 et al., filed by Agent Gomph and A. T. 
& S. F. Ry., classes and commodities between west coast points. 


oints in New 
(adjourned 


R. Assn. of St. 


June 2—Augusta, Ga.—Examiners Clifford and Valentine: 
24281—Merry Bros. Brick & Tile Co. vs. A. C. L. R. R. et al. 


June 2—Asheville, N. C.—Examiner tomes 

23314 (and Sub. 1 to 4, incl.)—Corporation Commission of North 
Carolina vs. A. & R. R. R. et al. 

23436—R. R. Commission of S. C. vs. Alcolu R. R. et al. 

23420—Transportation Bureau of Spartanburg Chamber of Com. 
merce vs. A. G. S. R. R. et al. 

23313—Traffic Association of South Atlantic Ports et al. vs. A, g 
R. R. R. et al. : 
(Adjourned hearing.) 


June 2—Pittsburgh, Pa.—Examiners Cassidy and Davey: 
<< wy oe Roll & Steel Foundry Co. et al. vs. N. ¥, ¢ 
R. R. et al. 


June 2—St. Louis, Mo.—Examiners Snider & Naefe: 
24311—Manassa Timber Co. vs. A. & E. R. R. et al. 


June 3—St. Louis, Mo.—Examiners Snider and Naefe: 
1. & S. 3594—Rough rice from Arkansas to Missouri points, 


June 3—Argument at Washington, D. C.: 
l. sl S. No. 3495—Switching at Kansas City, Mo.-Kan. and related 
points. 
22562—Chamber of Commerce of Grand Junction, Colo., Inc., et al. 
vs. Aberdeen & Rockfish et al. 


June 3—Atlanta, Ga.—Examiners Clifford and Valentine: 
1. & S. 3578 (and 1st supplement)—Watermelons from the south to 
interstate destinations. 
June 3—Chicago, IlIl.—Examiners Hagerty and Crowley: 
1. & S. 3598—Excursion passenger fares between Chicago, IIl., and 
Minneapolis, St. Paul and Rochester, Minn. 


June 3—Sheffield, Ala.—Examiners Bardwell and Maidens: 

1. & S. 3407 (and ist and 2nd Sups.)—Bagging, cotton baling, ties 
and buckles to, from and between points in southern and south- 
western territories. 

18957—Ware Bros. Agency vs. A. C. R. R. et al (further hearing). 

1. & S. 3437—Cotton baling ties and buckles between points in south- 
ern territory (further hearing, in so far as it relates to L. C. L 
rates on cotton baling ties and buckles). 


June 3—Pittsburgh, Pa.—Examiner Cassidy & Davey: 
24295—Cornplanter Lumber Co. vs. B. & O. R. R. et al. 
June 4—Baton Rouge, La.—Examiner Davis: 
Finance No. 8179—Amended joint and several applications of Mo 
Pac. R. R. et al. for authority to operate over a line of the La 
Ry. & Navi. Co. between Baton Rouge and New Orleans, La, 


Shippers Who Believe Their Rates Are Improperly Adjusted 


Should first approach the carrier with a carefully considered and comprehensively prepared 
concrete proposition showing how or why the existing rates are disadvantageous or are unrea- 
sonable or unjustly discriminatory. 


Where any of these elements are involved, if the shipper sets forth the facts in a clear and 
convincing manner, he is usually far more successful, saves more time and money, and suffers 
much less chagrin and disappointment than if he merely insists that his rates are out of line, 
demands readjustment, and, failing in that, complains to the Commission. 


Proceedings before the Commission at best are slow and expensive. 


Many are inclined to put 


up with unfair rates rather than become involved in formal proceedings. Furthermore, this plan 
does not make for better cooperation between carriers and shippers. 


The Traffic Service Corporation will assist your traffic counsel or attorney to make a thorough 
analysis of rate situations and point out maladjustments, setting up the data in a clear and 


comprehensive manner. 


If the plan suggested above does not prove successful in your case, 


he can then use the analysis and exhibits that have been prepared in presenting the matter to 


the Commission. 


THE TRAFFIC SERVICE CORPORATION 


*“*At Your Service”’ 


210 Mills Bidg. 


Washington, D. C. 
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Ship by Water 
WILLIAMS LINE 


sALTIMORE — NORFOLK — CHARLESTON 


FAST DIRECT SERVICE 
TO 


San Diego, Los Angeles Harbor, 
San Francisco, Oakland, 
Seattle and Tacoma 


SAILING FROM 


STEAMER BALTIMORE]; NORFOLK |CHARLESTON 


June 10 June 13 
June 21 June 24 
WILLZIPO July 3 July 6 
SAN FELIPE July 12 July 14 July 17 


WILLKENO July 24 July 26 July 29 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 


For rates, dates ef sailings and ether information apply te 


WILLIAMS STEAMSHIP CORPORATION 


\Bridge Street, New York. Telephones: Whitehall { £-5853 


BALTIMORE, MD. PITTSBURGH, PA. NORFOLK, VA. 
119 East Redweod St. Oliver Bldg. Law Bldg. 
Phone; PLAZA 7377 Phone; ATLANTIC. 1432 Phone; NORFOLK 21265 
CHARLESTON, S. C. CINCINNATI, OHIO 
9 Middle Atlantic Whf. Dixie Terminal Bldg. 
Phone; 4460 Phone; MAIN 1181 


And at our Branch Offices at ports of call, etc. 





QUAKER LIN E 
DEPENDABLE SERVICE 


tom ALBANY, N. Y.—Monthly 
BOSTON, MASS, — Monthly 
NEW YORK Y¥.—Weekly 
PHILADELPHIA. PA.—Weekly 


To Cristobal (Canal Zone), San Diego, 
Los Angeles, San Francisco, 
Oakland, Portland, Seattle, Tacoma. 


For Rates and Other Particulars Apply 


QUAKER LINE 


PHILADELPHIA: The Bourse BUFFALO: McKinley Bidg. 

BOSTON: 33 Broad Street CHICAGO: 3275S. LaSalle Street 
NEW YORK; 24 State Steet CLEVELAND: Hippodrome Bldg. 
ALBANY: D. & H. Building DETROIT: General Motors Bidg. 





" Bind The Traffic World 


RE esr 
h Best Grade A wong for $2.25 Per $2.25 Per Volume (26 Numbers) (26 Numbers) 


Prompt Service and Quality Work Guaranteed 
We Also Bind All Kinds of Publications 


The Book Shop Bindery 
cago 


0-354 West Erle Street 





NEW YORK TO OR FROM 


S.S. CALIFORNIA S.S. VIRGINIA 
S.S. PENNSYLVANIA 


Itinerary: New York-Havana- Panama Canal-Balboa- 
San Diego (Westbound)-Los Angeles-San Francisco. 
Regular fortnightly sailings. 13 Days Coast-to-Coast in 
either direction. Thoroughly modern freight facilities 
and refrigerated storage. Luxurious Passenger accom- 
modations. Special garage decks for carrying 
automobiles uncrated as baggage. 


Proposed Sailing Dates 
Westbound Eastbound 
from New York fromSanFrancisco—*Los Angeles 
Pennsylvania June 13; July 25 Virginia . . June 20;Aug. 1 
California . June 27; Aug. 8 Pennsylvania July 4; Aug. 15 
Virginia . . July 11; Aug. 22 California . July 18; Aug. 29 
and fortnightly thereafter 
*from Los Angeles 2nd day following 


fonama facifie fine 
* ALL NEW STEAMERS * 


INTERNATIONAL MERCANTILE MARINE COMPANY 


Pier 61 North River, New York City 1Broadway, New York City 
(West 23rd St.) Tel. CHelsea 3-6760 Tel. Digby 4-5800 

Boston, 84 State St. 

Baltimore, Chamber of Commerce Bldg. 
Los Angeles. Central Bldg. 


Chicago, 180 N. Michigan Ave. 
Philadelphia, Public Ledger Bldg. 
San Francisco, 311 California St. 


W arehousing 


Three blocks from Chicago's Loop, 
retail, jobbing and wholesale districts 


400,000 square feet of clean, light, airy space for offices and 
storage. Space and offices to rent. 


Facilities for immediate shipment of orders for distribution 


from stock. 


WESTERN 
WAREHOUSING COMPANY 
E. H. Hagel, Supt. 
323 West Polk St. Chicago 


DEPENDABLE COLD STORAGE 


Ship your CARS to us for Storage and Distribution. 
Exceptional Rail Connections. 
25 Years of Satisfactory Service, 


CHICAGO COLD STORAGE WAREHOUSE Co. 
Chicago, Ill. 


1526 So. State St. 


MOTOR FREIGHT EXPRESS 


Fast Service between Chicago, Evansville and 
Louisville and Intermediate Towns. 
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Pickup and store-door delivery in Chicago, Evansville and Louisville. 
Out of Chicago in the evening—in Evansville the following morning. 
Rail rates apply; full insurance protection. Dependable, fast, safe 
freight service. 

Service in connection with National Freight Co. 


HANCOCK TRUCK LINE, Evensville, Ind. 


Terminals; Chicago Evansville Louisville 
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Ship the 
SIGNODE 


Strong bands of tempered 
steel tightened under pressure 
hold the load safe from dam- 
age or pilfering. 


Write for 
**Signode 
Guide to Bet- 
ter Shipping.” 
SIGNODE STEEL STRAPPING CO., 
2613 N. Western Avenue, 
Chicago, Ill., U. S. A. 


Offices in Principal Cities 


Canadian Steel Strapping Co., Ltd. 
Montreal, Quebec 


Shipping Dollars 


MANUFACTURING 
WAREHOUSING 
DISTRIBUTING 


Three Great Terminals Give 
Unsurpassed Facilities in the 


Port of New York 


More than 5,000,000 square feet of floor 
space. Modern buildings fully equipped. 


Economical coverage of metropolitan market 
of nine and one-half million population, with 
efficient and speedy service. 


Arteries of transportation to the buying 
centers of the world. 


Write for Booklet 


PENNSYLVANIA DOCK & WAREHOUSE CO., 
on the Pennsylvania Railroad, 
JERSEY CITY, N. J. 


BAYWAY TERMINAL, on the Central Railroad of New Jersey, 
Bayway - - New Jersey 


BAYWAY TERMINAL, on the Pennsylvania Railroad, Elizabeth, N. J. 
Executive Offices: 25 Church Street, New York 


to acquire an undivided one-half interest_in said }ine: t 
struct a bridge across the Miss. River at Baton Rouge, ete Con- 

June 4—Washington, D. C.—Examiner Glover: : . 

Fourth Section Application No. 14346, of Agent F. A. Leland 


— >) - - re, >. ©. 

ort Arthur amber o ommerce & Shi 

& Rockfish et al. Pping vs. Aberdeen 
16912—Milne Lumber Company vs. D. & T. S. L. R. R. et al. 


June 4—Kansas City, Mo.—Examiners Snider and Naefe: 
24189—Blaker Milling Co. vs. M. P. R. R. 

June 4—Erie, Pa.—Examiners Cassidy and Davey: 
24291—-National-Erie Co. vs. N. Y. C. R. R. 


June 4—Louisville, Ky.—Examiners McChord and Haden: 
15806 _— Sub. 1)—Lehigh Portland Cement Co. vs. A. & R RR 
et al. ~RR, 
15900 (and Sub. 1)—Security Cement & Lime Co. vs. A.@ R RR 
et al. (further hearing, with respect to rates on cement to poini; 
on Elkton & Guthrie). points 


June 5—Washington, D. C.—Examiner Sullivan: 

* Finance No. 8833—Application C. R. I. & P. Ry. for authority 
acquire control by lease of a line of railroad between Coburn ’ 
Birmingham, Mo. and 


June 5—Kansas City, Mo.—Examiners Snider and Naefe: 
24312—Barteldes Seed Co. et al. vs. A. T. & S. F. Ry. et al. 


June 5—Chattanooga, Tenn.—Examiners Clifford and Valentine: 
— Stamping & Enameling Co. et al. vs. L. & A, Ry 
et al. 


June 5—Argument at Washington, D. C.: 
19594—Transfer of freight within St. Louis and E. St. Louis by 
dray and truck for and on behalf of railroads. . 
1. & S. No. 2934—Off-track station and constructive receipt and 
delivery of freight at St. Louis, Mo., and E. St. Louis, Il, 


June 5—Topeka, Kans.—Examiner Johnston and Shinn: 
24273—Seymour Packing Co. vs. A. T. & S. F. Ry. et al. 


June 5—Buffalo, N. Y.—Examiners Cassidy and Davey: 
—— & Hasslacher Chemical Co., Inc., vs. N. Y.C. RR 
et al. 


June 5—Louisville, Ky.—Examiners McChord and Haden: 
1. & S. 3583—Terminal regulations at Louisville, Ky. 
June 6—Denver, Colo.—Examiner Johnson: 
24300—United Verde Copper Co. vs. A. T. & S. F. Ry. et al. 


June 6—Atchison, Kans.—Examiners Johnston and Shinn: 
24345—Mangelsdorf Seed Co. vs. A. T. & S. F. Ry. et al. 


June 6—Chattanooga, Tenn.—Examiners Clifford and Valentine: 
24150—Tennessee Stove Works, Inc., vs. N. Y. C. R. R. et al. 


June 6—Kansas City, Mo.—Examiners Snider and Naefe: 
24259—R. G. Harris and H. Harris, copartners, operating as 
Harris Bros. Grain Co., vs. A. T. & S. F. Ry. et al. 
1. & §S. 3599—Grain products (prepared flour) to Carolina territory 
and other points. 


“NorTH WESTERN’ 


brings to Shippers and Receivers a 


NEW, IMPROVED SERVICE 
(for Merchandise Shipments) 


(Merchandise Mart) 
Wells, Kinzie & Ferry Streets 
CHICAGO, ILL. 
The new Wells Street Freight Station, Chicago, is 
built under the world’s largest building. Its ideal 
location makes it easily accessible from all parts of 
the city. Has 2,350 feet of steel enclosed inbound 


and outbound platforms, with ample teamway space 
for deliveries and pick-ups. 


Briefly, Chicago’s new Freight Station is equipped to 
render a fast, efficient and economical service. 


For full information ask any 
C. & N. W. Representative 


Ship and Travel via 
CHICAGO & 


NORTHWESTERN 


the best of everything in the best of the west- RAIL WAY 
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.“G DIRECTORY OF ATTORNEYS AT LAW PRACTICING 
BEFORE THE INTERSTATE COMMERCE COMMISSION 


H. D. DRISCOLL EDWARD A. HAID PAYSOFF TINKOFF 


ATTORNEY AT LAW 
Especial attention to rate and railroad CERTIFIED PUBLIC ACCOUNTANT (LL.) 
SPECIALIZING 































Tdeen 











and Attorney matters generally. cIALIZ 
— eae ae poe 1704-6 Boatmen’s Bank Building INTERSTATE COMMERCE GLAIMS 
BR 10-00 Gten Gees Badange ST. LOUIS, MO. 1540 BUILDERS’ BUILDING CHICAGO, ILL 
ints nn nn RR AR ae ears 
..| Jos. Cc. COLQUITT |GEORGE H.PARKER| JOHNC. FOSTER 
" ATTORNEY AT LAW TRANSPORTATION ANALYST ATTORNEY AT LAW 
Freight Classification Matters Southern Bldg. Washington, D. C. 720 Shepherd St. N. W. 
Interstate Commerce and Besten Office: Suite 707, 131 State Street Washingten, D. C. 

Departmental Practice Formerly Asal sy Hancock + wlll of Rail- fee - in Interstate Commerce and 
Ry. | {10 Eighteenth St. WASHINGTON, D. C. | reads, and Comptroller United States R. R. Adm. ederal Departmental Practice 
*vii| HARRY C. AMES THOMAS L. PHILIPS WARREN H. WAGNER 
a || ATTORNEY AT LAW ATTORNEY AT LAW ATTORNEY AT LAW 


py ame f te matters before Inter- 
Successor te Keene & Ames * 


and Federal Trade Cemmis- | Investment Building, Washington, D. C. 
Fermerly Atterney and Examiner , A rates, price fixing and valyation. 
ai Interstate Commeres Commission PRACTICE IN ALL COURTS Ry SE Se Se 
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TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
ST. JOSEPH, MISSOURI 












Chicago’s and Kansas City’s 
Most Modern Warehouses 













Merchandise oust 
W cary. MO GEOGRAPHICALLY 
LOCATED TO RENDER 
DISTRIBUTORS 
DISTINCTIVE WAREHOUSE 
AND FORWARDING 
SERVICE 




















200 Cerloed Distribution 
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of General Merchandise FREIGHT, EXPRESS, PARCEL POST 
: 178,000 Square Feet Floor Space Rates and Routin ntl in One Book! 
2-2 Southera R. R. Siding _ 200 Ine. Rate R 0 
‘ “A Virginia Bonded Warehouse Cerp. = G, | ° R. Leonard « «= ; Co. 





1708 East Cary Street 






SHIP VIA THE PORT OF 


ALVESTON 


AMERICA’S PORT OF QUICKEST DISPATCH 
GALVESTON WHARF COMPANY2—== 














Mr. Carload Shipper! 


Have you heard about the 
New “Cushioned Unit’’ 
Packing Method ? 


F you haven't, you're missing something! 

For in this latest development is the key 

that frees shipments from damage in tran- 

sit—the key to simplified handling—the 
key to lower packing costs! 


These are its advantages—yet the method itself is 
simplicity personified. The load is merely broken 
up into several units, each one thoroughly cush- 
ioned with Buffing Excelsior—and the car is 
ready for the hazards of transportation. 


Nothing startling in the method, is there? . 
BUT WHAT RESULTS! 


Interesting Bulletin on Request 


Write for interesting bulletin telling how one 
carload shipper cut damage claims to less than 


1/1000 of 1%. 


EXCELSIOR 


CORPORATION 


General Office 
1000-1016 N. Halsted St. Chicago, Ill. 


OTHER PRODUCTS 
Excelsior Pads—The original “‘tight pack” 
that absorbs the shocks. 


Bottle Wrappers—Used successfully for 40 
years by the world’s largest bottlers. 


Excelsior in Bales—Clean and sanitary, right 
from the forest. 


Wood Wool — Extra fine from Northern 
Basswood. 


Buffing 
Kxcelsior 





for the new ‘“‘cushioned unit’ packing method 
—available from 17 shipping points 
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* 1. & S. 3599—I1st supplemental order—Grain products 
to Carolina territory and other points. 
June 8—Washington, D. C.—Examiner Rogers: 
* 24050—A. Johnston, Grand Chief Engineer of Brotherhood 
motive Engineers, and D. D, Robertson, President of Brothers 
A. CL. ef 00 
. et 


prepared flou 












of Locomotive Firemen & Engineers, vs. 
(adjourned hearing). 
ww eee ~~ 7 ate egg mage Disgue: 
I. - No. 3596—Allowances for stacking fresh 
tables at New York, N. Y. * fruits and vege 
June 8—Dallas, Tex.—Examiner Davis: 
Finance No. 8629—Application Groveton, Lufkin & North 
for authority to abandon its railroad. _ ern R, 
June &—Louisville, Ky.—Examiners McChord and Haden: 
24104—Big Sandy Fruit Co. et al. vs. A. & E. R. R. et al 


i ie ge [net Brinkley: 
inanc x : —E Mi stown & 
y 4 ae 0 27—Excess income of Middletown & Unionvil 
June &—Detroit, Mich.—Examiners Cassidy & Davey: 
18732—Andrews Bros. et al. vs. Pa. R. R. et al. 
= —_ —. Collins a vs. the R. R. et al. (further hes 
ng, for sole purpose o etermining amount of a 
parties under findings in these cases). o” Feparation ¢ 
June 8&—Kansas City, Mo.—Examiners Snider & Naefe: 
21654—Kansas Flour Mills Corporation vs. A. T. & §. F, Ry 
19530—White Eagle Oil & Refining Co. vs. A. T. & S. F. ‘Ry. et, 
18460—Community Service Station Co. vs. A. T. & §, BF. Ry. et 
(further hearing, for sole purpose of determining amount of rep 
aration due complainants under findings in these cases), 
June 8—Denver, Colo.—Examiner Johnson: 
23847 (and Sub. 1 and 2)—Denver Fire Clay Co. vs. Apache Ry. et a 
June 8—Chattanooga, Tenn.—Examiners Clifford and Valentine: 
24277—Williams & Voris Lumber Co. vs. A. B. & C. R. R, et g 
June 9—Yreka, Calif.—Railroad Commission of State of California: 
Finance No. 7780—Application Yreka R. R. for authority to construc 
an extension of its railroad in Siskiyou county, Calif. 
Finance No. 7775—Application Yreka R. R. for authority to iggy 
capital stock (further hearing). 
June 9—Knoxville, Tenn.—Examiners Clifford and Valentine: 
24236—Southern Traffic Assn. vs. C. & E. I. Ry. et al. 
June 9—Detroit, Mich.—Examiner Cassidy: 
1. & §S. 3591—Classification rule 34 governing size and minimy 
weight of cars. 


June 9—Denver, Colo.—Examiner Johnson: 
24310—Heinz Roofing Tile Co. vs. A. C. & Y. Ry. et al. 


June 9—Washington, D. C.—Examiner Boat: 
Fourth Section Application No. 14226 of C. W. Galligan, 


June 9—Washington, D. C.—Examiner Curtis: 

1. & S. 3573—Dry earth paint from Henry, Va., to destinations | 
Cc. F. A. territory. 

June 9—Washington, D. C.—Examiner Sullivan: 

* Finance No. 8830—Joint application of Michigan Bell Telephone (¢ 
and East Shore Telephone Co. for a certificate that the acquisi 
tion by former company of properties of latter company will b 
of advantage to persons to whom service is to be rendered an 
in the public interest. 


June 10—San Angelo, Tex.—Examiner Davis: 

Finance No. 7747—Application Abilene & Southern Ky. for authorit 
to construct an extension of its railroad from Ballinger to Sa 
Angelo, Tex. 

June 10—Jacksonville, Fla.—Examiner Hoy: 

eorgia Public Service Commission vs. A. C. L. R. R. (fur 
ther hearing). 

June 10—Omaha, Neb.—Examiners Johnston and Shinn: 
24306—Coal Hill Coal Co. vs. B. & O. R. R. et al. 

June 10—Evansville, Ind.—Examiners McChord and Haden: 
24258—Cannelton Sewer Pipe Co. vs. A. & E. R. R. et al. 
ee Chamber of Commerce et al. vs, A. T. & S. F. Ry 

et > 

June 10—Johnson City, Tenn.—Examiners Clifford and Valentine: 
24353—American Cigar Box Lumber Co. vs. N. & W. Ry. et al. 
24276—American Cigar Box Lumber Co. vs. Southern Ry. 

June 10—Denver, Colo.—Examiner Johnson: 
ee ae Portland Cement Co. et al. vs. A. T. & S. F. BY 

et al. 

June 10-11—Argument at Washington, D. C.: ; 2 
15234—In the matter of divisions of freight rates in Western am 

Mountain-Pacific territories. 












































































Foreign Freight 
Forwarders 


Established 1884 
D.C. ANDREWS & CO., lu 


27-29 Water Street, New York, U. S. A. 


Boston Office: 
92 State Street 








